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RAILWAY TRACTION SUPPLEMENT 
of THe Ramtway GazettE Supplement, illus- 
Diesel Railway Traction, 


DIESEL 

May issue 
yvating and describing developments in 
1S uw ready, price Is. 





GOODS FOR EXPORT 
ve fact that goods made of raw materials in short supply 
g to war conditions are advertised in this paper should not 
be taken as indicating that they are available for export 
POSTING ‘‘ THE RAILWAY GAZETTE” OVERSEAS 
would remind our readers that there are many overseas 
ntries to which it is not permissible for private individuals to 
end printed journals and newspapers. THE RatLway GAZETTE 
possesses the necessary permit and facilities for such dispatch. 
' We would emphasise that copies addressed to places in Great 
Britain should not be re-directed to places overseas 











REDUCTION IN SIZE OF PAGE 

economise in paper our readers will observe a slight reduc- 
tion in the size of THE RatLway GAzeETTE in that the size of the 
page has been reduced from 9 in. X 12 in. to 84 in. X 114 in. 
The type avea of the page remains the same, namely, 7 in. xX 
10 in., but the surrounding margins have been reduced. This 
ourse detracts from the appearance of the paper, but is one 
the exigencies of the war 
TO CALLERS AND TELEPHONERS 

ntil further notice our office hours are: 
Mondays to Fridays 9.30 a.m. till 5.30 p.m. 

he office is closed on Saturdays 





ANSWERS TO ENQUIRIES 
}y reason of staff shortage due to enlistment, we regret that 
no longer possible for us to answer enquiries involving 
arch, or to supply dates when articles appeared in back 
numbers, either by telephone or by letter 





ERRORS, PAPER, AND PRINTING 
lwing to shortage of staff and altered printing arrangements 
lue to the war, and less time available for proof reading, we 
our readers’ indulgence for typographical and other errors 
hey may observe from time to time, also for poorer paper and 
vinting compared with pre-war standards 
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Railway Freight Rebates Loan 


HE current debates in the House of Commons on the affairs 
of the railway freight rebates fund, which have arisen as 
a result of the Government’s decision to suspend freight rebates 
on coal traffic for the duration of Government control of the 
lines, has called to mind an issue of stock secured on the fund 
and issued in 1936. As was explained in our issue of April 9, 
the diminution of the coal export trade has called for the use 
of only a small part of the funds available for rebates on this 
traffic. The security behind the loan will not be infringed by 
the changes which will be made if the present Bill becomes law. 
In all, there is outstanding £6,304,536 of the Railway Freight 
Rebates Fund Redeemable 2} per cent. stock, 1937-52. Origin- 
ally £9,300,000 of stock was issued to repay the railway com- 
panies for excess contributions to the fund; this repayment 
became necessary as a result of the valuation for rating of the 
quinquennium April, 1931, to March, 1936, which showed a 
substantial decline on the previous period. The stock is con- 
stituted and secured under the seal of the Railway Clearing 
House, by which it is administered, and recent dealings have 
been in the neighbourhood of par. 


Saas = 
Relief Train Publicity 


A feature of this year’s summer timetables, which came into 
operation on May 3, is the much greater extent than in the 
previous war years to which the times of the regular duplicate 
and relief trains are announced to the public. Many of these 
trains have been running consistently for a long time past; 
others have run regularly throughout each summer season; and 
the lack of publicity concerning their schedule times has meant 
that some at least of the relief services have been scantily 
patronised at times when the ordinary scheduled expresses have 
been packed to repletion. As will be noted in the review of the 
L.M.S.R. and G.W.R. services on p. 465, the wise plan is again 
adopted on Saturdays of running long-distance relief services at 
times well separated from those of the regular expresses, so 
breaking up the normal intervals and helping to relieve conges- 
tion at the terminals. Also, many of the reliefs are scheduled 
to run for considerable distances without stopping. 


Passenger’s Executrix Loses Claim 


The House of Lords on April 16 dismissed with costs an 
appeal from the Court of Session arising out of a claim by Miss 
Margaret Stewart, as executrix of the estate of her sister Mary, 
igainst the London Midland & Scottish Railway Company. 
Both sisters, domiciled in Scotland, were injured in a train 
collision between Glasgow Central and Pollokshields West on 
September 20, 1940, and Miss Mary Stewart died on the way to 
hospital without having recovered consciousness. In an action 
against the railway company damages were agreed in respect of 
Miss Margaret’s own injuries, but it was held by the Lord 
Ordinary, whose decision was confirmed in the Inner House of 
the Court of Session, that she had no title to sue as executrix. 
The Lord Chancellor in giving his decision said that, although 
the general rule, in Scottish law, was that a cause of action was 
not extinguished by death, there were exceptions to that rule, 
ind among those exceptions was the right to institute proceed- 
ings for damages for personal injury due to negligence. That 
was due to the essentially personal character of such a claim. 
The appeal must accordingly be dismissed. Lord Simon added 
that in England the Law Reform (Miscellaneous Provisions) Act, 
1934, which does not apply to Scotland, has abolished the 
principle that a personal action dies with the person. 


Argentine Railwaymen’s Gifts to Great Britain 


From time to time in our columns we have recorded the 
presentation to the British railway companies, and _ similar 
bodies, of mobile kitchens which have been subscribed for, and 
purchased by, the non-European staff of the Argentine railway 
companies. A number of these have been presented by Mr. 
J. M. Eddy, Chairman of the Buenos Ayres Great Southern 
Railway Company, and elsewhere in this issue is given some 
account of the latest of these gifts. In all, the non-European 
staff, many of whom are of Italian descent, have subscribed 
£31,000, which has been transmitted to this country and has 
been made available to support Great Britain and her allies in 
the war; £13,000 has been spent on mobile kitchens, of which 
well over 50 have been purchased. Mrs. Churchill’s Aid to 
Russia Fund has benefited to the extent of £2,800, and £6,500 
has been given to the Red Cross. In addition, £2,250 has gone 
to defray the cost of providing ambulances. These amounts 
have been made up from many individually small sums of pesos. 
Not the least satisfactory aspect of these gifts is the evidence 
they provide of the cordial relationship between the non-British 
staff of the railways and their British managements, and also 
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of the comradeship which exists between railwaymen in all parts 
of the world. 


British Investments in Venezuela 


Venezuela enjoys an excellent reputation for the high average 
yield received by British capital invested there. At the end 
of last year there was £14,718,872 of British capital concerned 
with Venezuela and quoted on the London Stock Exchange; 
8-5 per cent. was forthcoming in interest on that amount. The 
total investment which received no return was £7,093,954. Com- 
paratively little British money is invested in the railways of 
Venezuela, only one of which has met with success. In 1940 
there was £2,527,626 of capital outstanding, but since then, 
as The South American Journal points out, there has been a 
drastic removal of issues seldom dealt in on the London Stock 
Exchange, and the figure now stands at £620,785; on that 
amount the average return is 5-6 per cent. This compares with 
2-8 per cent. for the previous year; the increase is due to the 
payment of debenture arrears by La Guaira & Caracas Railway. 
The amount of railway capital receiving no interest accounts 
for about 44 per cent. of the present amount outstanding. The 
iverage yield of 5-6 per cent. is the highest for a great many 
years, but it has to be borne in mind that this figure is reached 
after eliminating a good deal of non-paying capital. 


asco 
German Railway Problems 
The over-running of the Balkans 
least as great a drain on the resources of 
rolling stock as other conquered territories have 
implement In Russia, the Soviet authorities removed or 
destroyed most movable railway equipment, with the result that 
the Nazis had to rebuild some 27,000 km. of line and man them 
with German personnel, only to. lose much of the material and 
more 


seems to have proved at 
Germany's railway 


been able to 


many railwaymen in the recent Russian offensive In 
Italy, though much of the railway system is electrified, a war 
time consumption of more than 10,000,000 tons of coal a year 


is believed to be 


necessary, and most of this quantity has te 
be transported over the Alps by rail from Germany or othet 
occupied countries, requiring many thousands of wagons In 
return, Italy sends to Germany perishables for which the coal 
wagons are unsuitable, so that the pe rcentage ot returning 
empties is very high The low level R.A.F. raids on European 
railway targets are so frequent and destructive as to heighten 
seriously the pressure upon the Reich transport system, as is 
shown in the notes at page 466. Upwards of 40 per cent. of 
German hard coal is mined in the Ruhr, but the great air-raid 
devastation of the industrial plants there intensifies the need fot 
transport of Ruhr coal to the rest of Germany 


sas um 
Another Reichsbahn Acquisition 


Che Schipkau-Finsterwalder Eisenbahn, to the west of Cottbus 
in Central Germany, is shortly to be absorbed into the Reichs- 
bahn system In 1924 the Reichsbahn tried to take over this 
railway but no basis for an agreement could be found, and the 
matter ended in court with a complete failure on the part of 
the Reichsbahn. The present scheme envisages taking over the 
company against redemption of its shares by the Reichsbahn, at 
the rate of 187} per cent. in cash, plus full payment of a divi- 
dend of 7} per cent. for 1943. In the past six years the 
company has been able to pay regular dividends of 7} per cent 
and the rate of 187} represents 25 times that figure. The basis 
of acquisition corresponds to the provision in a law of 1838 
whereby privately-owned railways are to be taken over against 
1 payment of 25 times the average dividend paid in the last 
five years preceding the take-over. The company, which has its 
headquarters at Finsterwalde (on the Cottbus—Leipzig main 
line) owns and operates the Finsterwalde—Salgast—Schipkau 
line (route length 13 miles), with a branch from Salgast to 
Lauchhammer (8 miles). The company also operates the Reichs- 
bahn-owned extension from Schipkau to Senftenberg, a distance 
of 44 miles. Senftenberg is on the Cottbus—Dresden main line 
ind thus a direct link is provided between two important rail- 
way arteries. The basis of the company’s prosperity is the 
extensive mining of brown coal in the region to the west of 
Cottbus, where the company has operated since 1887 


ses a= 
Transport in India after the War 


Details have reached this country of a 
December 11 by Sir Leonard Wilson, 
Railways in India, in the course of 
greater part of the 41,000-mile system existing today was the 
property of the people of India, and its future development 
would depend on them. Sir Leonard, therefore, suggested that 
Indians should give serious thought to the best means of ensur- 


broadcast made on 
Chief Commissioner of 
which he said that the 


THE RAILWAY 


GAZETTE May 7, 1943 


ing in the future good service by all forms of transport, and to 
the avoidance of the competition, so detrimental to transport 
workers and the public alike, which otherwise would arise after 
the war. He urged co-ordination of transport on a regional] 
basis, with ultimate control by a central authority. The needs 
of backward areas must not be overlooked, but their velop- 
ment would be either by rail or road transport, accor.ling to 


whichever the controlling authority decided. Co-ordination or 
control would enable each form of transport to play its fiir and 
proper part in the service of the country, and, so far ahead 
could be foreseen, railways would have to perform thx 
service in India: the welfare of the people of that 
depended on the railways, their greatest national asset. 


AS 
major 


intry 


Sas ae 
Indian Railway Conditions Today 


rurning to the service now being given by Indian 1 Vays 
Sir Leonard Wilson pointed out that this was greater than ever 


V 


before, an achievement made possible by the fact that they were 


well-built and manned by staunch workers. Compared with th 
increased charges in all other businesses, those made th 
railways had been negligible, yet the latter had paid the wat 
and the interest on their capital outlay, and, in additi had 


contributed over Rs. 50 
revenues of the country. 


£37,500,000) to the genera] 
Although the welfare of the pe le 
India depended on the railways, certain misguided 1; 
recently had organised the destruction of track, rolling ck, 
buildings, and equipment, to the value of hundreds of thousands 


crores 


of rupees; much more damage would have occurred |} for 
the vigilance of the railway workers, who had _ prevented 
deliberate derailments, and had saved lives and property Th 
people of India knew that the railways were giving then ital 
service and expected this to continue, but they shoul mn- 
sider the feelings of train crews working at night over track 


likely to be destroyed by criminals, and should appreciat 161 
courage in the face of so many difficulties and dangers. 


Plywood Refrigerator Wagons 
Improved manufacturing 
ivailable for railway 
ployed, and in war 
materials is easing the 


technique is by 
many materials not 
conditions the substitution o 
demand for others of which the 
acute shortage. Plywood comes in the former category, 1 it 
will be recalled that the first tourist trains in which th 
L.N.E.R. introduced bucket seats, built in 1933 and 1934, had 
plywood sides on teak framing. In ‘the United States plywood 
is now enjoying a considerable vogue in the construction and 
repair of refrigerator wagons. It is in the fusion of the laye 
that the greatest care is needed in order to prevent subsequent 
warping. Under controlled conditions a waterproof therm 
setting synthetic resin, of the phenolic or cresylic-formaldehyd 
type, is spread on the layers in a rolling machine which applies 
the coatings under pressure The panels are then temporarily 
issembled, and are put into large with each pair of 
panels separated by hot-plates; a considerable time must be 
spent in the press at an evenly-maintained temperature to ensur 
proper fusion If the moisture content in the plywood is not 
properly balanced, 


degrees n 


uses previously 





presses, 








warping will result, and this is guarded 
against by a tempering or humidification process which puts 
back a certain amount of moisture into each panel. The panels 


ire trimmed to close tolerances and are then ready for use 


Shortage of Wagons in Switzerland 

One of the results of the heavy restrictions on road motor traffic 
in Switzerland is that the Swiss Federal Railways have been 
ible to regain most of the goods traffic lost to road hauliers in 
former years. Consequently there has been a shortage of railway 
wagons, intensified by the fact that a considerable number of 
wagons must be sent abroad in order to fetch the regular sup- 
plies of foodstuffs and raw materials which the selling countries 
are either unable to convey because of shortage of wagons or 
unwilling to convey in view of the special risks to which tl 
wagons would be exposed in the present exceptional circum- 
stances. Swiss wagons thus fetch consignments of goods from 
France (in transit from Portugal from overseas countries), oil 
from Roumania, foodstuffs from Hungary, and coal from (Ger- 
many, to mention but a few examples. At the same time 
Swiss wagons are conveying Swiss export goods to the various 
destinations or in transit through France to the Spanish border 
en voute for Portugal and overseas. More than 100,000 wagon 
loads of goods were imported in Swiss wagons into Switzerland 
in the course of 1941. The Swiss Federal Railways succeeded 
in increasing the number of their wagons from 15,874 in 1938 to 
17,447 in 1941; this is still below the total of 18,900 wagons 
recorded in 1922, but na indication of capacity is given. In the 
war of 1914-1919 a similar situation arose, but the Swiss Federal 
Railways were then able to acquire 3,495 wagons. 
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Irregular Movement of Power Points 

\ report in the American railway press gives particulars of a 

on September 16, 1942, on the Cleveland, Cincinnati, 
» & St. Louis Railroad due to some electrically-operated 
ntrol remotely-worked points moving irregularly after a 


iad received a high-speed distant indication. -The train 
verted to a loop and ran into a train waiting to proceed 
other direction on the single line. The circuits of the 

on are not given in the report, but the line was fully 
rcuited and equipped with the speed signal aspects 

g in America today. There were also train stop inductors 
the clear distant indication is proved to have been show 

g en the driver passed the approach signal location, they 
practically no part in the case The inductor at the 
signal immediately in rear of the points could have had 
ffect in any case Correct approach locking circuits wert 

but their control was cut out in some way by the 


some maintenance men who were endeavouring to find 


son for a fault reported to them by the signalman a short 
efore When the points moved over, efforts to reset them 
lly at the machine proved unavailing The case empha- 
1e necessity for carrying out strictly the rules regarding 
ind of having a perfect understanding with the signal- 
ncerned 
oo om 


Uniflow Locomotives 

with exhaust ports 
barrel length, 
locomotives 


uniflow steam engine, 
down the 
applied to 


I principle of the 
ling the cylinder half way 


ng 
evolved by Stumpf, and was 


n a superheated 0-8-0 engine on the Moscow-Kazan 
Ra iv in 1908 Some years later the principle was 
pplied to one of the G-10 locomotives of the Prussian State 
Railways provided with Lentz poppet valves. After the last 
two of the several hundred Soviet standard 0-10-0 locomo- 
built by Nydquist & Holm were equipped with Stumpf 
lers, but apparently without success. Applications in 


England have been confined to Raven’s two experiments on the 
North Eastern Railway, the first beginning in 1913-14 with a 
two-cylinder 4-6-0 fast freight engine, No. 825; and the second, 
ginning in 1918-19, with a three-cylinder Atlantic, No. 2212. 

engines ran uniflow for several years, and could 

e detected by reason of their extremely staccato exhaust. 


always 
But, 


ularly with the freight engine, trouble was experienced 
ind the cylinder covers had a very short life. The Atlantic 
W noted for a very complicated cylinder casting. The three 
ders were cast in one block, as in the standard Z-class 


but the length was about 50 per cent. greater than 
standard Briefly, the advantages claimed for the uniflow 
ne were the great reduction in cylinder condensation due to 
covers not coming in contact with exhaust steam and the 
compression given up to them; further, the exhaust was 
lutely free, always assuming that the front-end arrangements 
adequate. For locomotive purposes the great weight of 
cylinders and of the trunk piston was a serious disadvantage. 


Atlantics, 


Sir James Milne 
lo mark the occasion of the 60th birthday of Sir James 
Milne, K.C.V.O., C.S.1., General Manager of the Great Western 
Railway, the Chief Officers of the company entertained him to 
heon on May 4. Mr. F. R. E. Davis, C.B.E., Secretary of 
company, who presided, referred to the great pleasure which 
the Chief Officers of the company felt at having the oppor- 
tunity of expressing their loyalty and affection for one who had 
held the position of General Manager of the company for nearly 
rteen years. Sir James, by his consideration and consistent 
interest in the staff, had secured to an unusual degree the united 
support of his officers and those who served under them, and it 
the unanimous desire that he would accept the small token 
ippreciation which the Chief Officers wished to present to 


Mr. Davis then presented Sir James Milne with a 
George III silver salver inscribed with the words— 
PRESENTED BY THE CHIEF OFFICERS OF 
THE GREAT WESTERN RAILWAY COMPANY 
TO 
Sir James Mine, K.C.V.O., C.S.L., 
4TH May, 1943 


‘““ QUO DUXIT SEQUIMIR 


[It is of interest to note that the Latin motto inscribed on the 
salver is copied from that borne by H.M.S. Westcott, one of 
H.M. Destroyers, and can be paraphrased as: ‘‘ Where he leads 
we follow ’’; a sentiment to which all the Chief Officers of the 
company heartily subscribed. 
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Railway Maintenance Charges 


WHEN the recent White Paper was issued, giving estimates 

of the pooled revenue receipts and expenses, and the 
resultant net revenue of the controlled railway undertakings for 
the year 1942, general attention was focussed on the net revenue of 
£89,126,000, and the remaining contents of the White Paper 
received less consideration than they may prove to have deserved 
\t the time that the White Paper was issued, it was noted in ou 
editorial dealing with it that the sums representing the difference 
expenditure and the standardised main- 
undertakings, which stand to 


between maintenance 
tenance charges of the controlled 
their credit in the trust funds set up under the railway agreement 
were also set out, and that, including the London Passenger Trans 
port Board, these amounts reached the impressive figure of ove 
£67,000,000 Previously, in our March 19 issue, we had dealt at 
some length with the manner in which the arrears of maintenance 
accruing to each of the railway companies was being provided for 
by payments into the control agreement trust fund. That analysis 
had been made on the basis of the issued reports of the four main- 
line companies, and related strictly to payments made by the 
companies into the funds. The recent White Paper gave details 
of the amounts in the trust funds for the first time, and explained 
that under the provisions of the control agreement maintenance 
charges, including renewals, are standardised on the basis of an 
average pre-war charge adjusted for variations in assets in service 
and in price levels. If the actual expenditure of any of the 
controlled undertakings in any year of control is less than the 
standardised charge, the difference, representing arrears of main- 
tenance, is invested in Government securities through a trust fund 
administered by trustees appointed by His Majesty’s Government 
and the controlled undertaking. There are five trust funds (into 
which are also paid certain sums received in respect of lost assets) 
and such funds accumulate at interest and meet the cost of any 
arrears of maintenance which it is possible to overtake during 
control. At the end of control, amounts equal to the net arrears of 
maintenance of the controlled undertaking concerned (calculated 
with reference to the trend of variations in prices), together with 
the sums in respect of lost assets, will be paid to the relevant under- 
taking. The balance of each fund, subject to meeting any approved 
claims arising out of control, will be passed through the pool account 
for the final accounting of control. The amounts in the trust funds 
at December 31, 1942, were approximately as follow :— 


Total 

Tae ten Arrears of Interest balance 

maintenance, etc (net) of fund 

£ £ £ 

Southern Railway 9,631,000 99,000 9,730,000 
Great Western Railway aa 8,526,000 102,000 8,628,000 
London Midland & Scottish Railway... 17,311,000 239,000 17,550,000 
London & North Eastern Railway 18,514,000 233,000 18,747,000 
London Passenger Transport Board... 12,723,000 157,000 12,880,000 
830,000 67,535,000 


£66,705 ,000 


The fact that the railways and the L.P.T.B. have been able success- 
fully to carry by far the heaviest traffics they have ever been called 
on to move, involving greatly additional wear and tear, notwith- 
standing that it has been necessary to allow their normal main- 
tenance work to fall into arrear to the extent of some £67 millions, 
indicates clearly that at the outbreak of war their plant, equipment, 
and track were in really first class condition. This highly satis- 
factory state of affairs was achieved solely by private enterprise 
working under very difficult financial conditions. The nation has 
every cause to be grateful for the results of the policy adopted by 
the railway managements and the sacrifice made by the railway 
stockholders, who pledged their faith in the future by accepting 
reduced dividends during the years of depression before the war to 
maintain and improve the efficiency of their undertakings so that 
they would be fully capable of meeting the requirements of trade 
and industry when trade revived. As events have turned out, the 
State, and not the stockholders, has benefited from this self-denial, 
but the importance to the railway companies oi knowing that 
sufficient funds will be available at the end of the war to enable 
them speedily to put in hand measures for restoring their property 
and plant to its pre-war efficiency does not need to be stressed. 
Obviously, it is far more satisfactory that they should be assured of 
these substantial funds than that they should be in the position which 
arose after the 1914-19 war, when claims had to be made against the 
Government for deferred maintenance. It is probable that these 
sums in the trust funds are growing rapidly, for obviously at the 
present time, stringency of both materials and manpower must 
necessarily result in an increasing amount of maintenance work 
being deferred. These funds are, therefore, a substantial railway 
asset which should not be overlooked in computing the value of 
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the undertakings. Indeed, the existence of these funds and the 
consequent improved position of the companies after this war, as 
compared with that in the early ’twenties, may have been among 
the influences, directly or indirectly, which have resulted in higher 
quotations for home railway stocks in recent weeks. 


Argentine Railway Exchange Problems 


THE rates of exchange at which the British-owned Argentine 
railways are permitted to remit peso funds to London has been 
described as the most to their financial recovery 
and last January a joint application was submitted to the Argentine 
Government on behalf of all the companies to be allowed to remit 
funds to the United Kingdom at the same rate as is paid by the 
Government when buying sterling bills, that is, $13-50 to the 
pound, instead of the hitherto applicable rates of $15-00 in respect 
of remittances to cover the cost of coal and other stores, and $16-00 
for transfers to meet financial services—both of them special rates 
allowed to the railways, instead of the normal selling price of $17 -00. 
About the middle of last month, the Minister of Finance issued a 
decree embodying the official reply to the companies’ application, 


serious obstacle 


which was rejected on the grounds, inter alia, that rates of exchange 
The full text of the 
decree is not vet to hand, but it is understood that among the “ con- 


were matters of internal monetary policy 
soderandos ”’ is the view that, were the official buying rate for sterling 
bills increased from $13-50 to $17-00, which is the official selling 
rate, and the consequent loss of revenue made good by a counter- 


vailing export tax on the products shipped, the railway plea would 


be largely unfounded, inasmuch as the companies could not legiti- 
mately claim participation in the proceeds of an export tax No 
doubt the companies will publish their reply in due course and, 
in the meantime, impartial observers are not likely to disagree with 


the view of the Government as to the irrelevancy of a hypothetical 
claim on the part of the railways to share in the distribution of State 


revenues derived from export taxes. Nevertheless, the fact 
remains that the railways, having accepted the terms of a contract- 
law—the ‘‘ Mitre’’ law—which incontestably conceded to them 
freedom from all forms of taxation—national, provincial, and 


municipal—can hardly be expected to bear, without demur, what 
is neither more nor less than an export tax of $2-50 (that is, the 
difference between the Government buying rate of $13-50 and the 
rate of $16-00 charged to the railways) on every pound sent to 
Great Britain for the payment of financial services. Equally 
unjustifiable is the equivalent of an import tax of $1-50 (that is, 
the difference between the Government buying rate of $13-50 and 
the rate of $15-00 charged to the railways) on every pound remitted 
to suppliers of coal and railway material imported from the United 
Kingdom to Argentina, inasmuch as the companies are specifically 
exempt from payment of import duties under Article No. 8 of the 
same law, which, freely translated, states 
‘* Materials and articles for construction and working im- 
ported into the country shall be exempt from Custom House 
duties and this privilege shall remain in force until January 1, 
1947.” 

Further light is thrown on this important subject in the annual 
report of the Central Bank of Argentina for 1942, which is reported 
to contain the interesting information that the amount of the 
sterling balance in London in favour of Argentina at the end of 
1942 was $295,000,000, or, expressed in sterling at the Argentine 
Government’s buying rate of $13-50, £21,851,951. It is also 
reliably stated that the same official document declares that it 
would be regrettable were Argentina to permit to pass so favourable 
an opportunity of repatriating part of the foreign debt, of which 
approximately £10,000,000 had already been so treated before the 
end of 1942. 

In the face of such evidence, there is ground for the contention, 
increasingly widely held, that the Argentine peso, as officially 
quoted, is under-valued, and were the laws of supply and demand 
allowed free inter-play, there seems to be little doubt that the par 
value in relation to sterling, $11-45, would be nearer the economic 
truth than the controlled rate of $13-50, and the rates of $15-00 
and $16-00 applied to railway transactions would be still harder 
to justify. Meanwhile, the credit balance in London continues to 
increase. During the first two months of the current calendar 
year the favourable trade balance of the country was nearly 
$47,000,000 greater than the corresponding balance at the same 
time last year. Exports fell by $53,000,000, but, on the other hand, 
imports decreased by $100,000,000, chiefly due to the inability 
of Great Britain and the U.S.A. to ship fuel and manufactures. 
Given a continuance of hostilities, doubts may well arise as to the 
practicability of maintaining current values of Argentine currency. 
Economic forces may prove stronger than controls exercised by 
central banks. Consequently, on the long view, the outlook from 
the standpoint of the railways may not be wholly unpromising. 
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Apart from the ethics and economics of the matter, the i: Tession 
appears to be gaining ground that the Argentine Government js less 
concerned about the financial position of the British-owned railway< 
than are the companies themselves. Otherwise, it is di ult rad 
follow why the present opportunity should be neglected of imple- 
menting the undertaking embodied in the 1933 Trade and Com- 
merce Convention between Great Britain and Argentina, th« rotoco} 
of which opens with the following clause :— j 
“That the Argentine Government, fully appreciating the 
benefits rendered by the collaboration of British capital jp 
public utility and other undertakings, whether State, 1 Licipal 
or private, carrying on business in Argentina, and owing 
their traditional policy of friendship, hereby decla their 
intention to accord to those undertakings, as far as lics within 
their constitutional sphere of action, such benevolent tr tment 


as may conduce to the further economic development of the 
country, and to the due and legitimate protection of thei 1terests 
concerned in their operation.” 
The companies also await the Government’s resolution rel ing to 
their application for higher scales of rates and charges to n igate 


in part, greatly increased working expenses, notably in connection 
with fuel and essential stores. 


Northern Ireland Road Transport Board 


OR the year ended September 30, 1942, the report the 


Northern Ireland Road Transport Board shows an operating 
profit of £255,610, which has been arrived at after setting aside 
£175,000 for depreciation and deferred maintenance, and _pro- 
viding for war damage _ insurance. Receipts from traffic 


amounted to the record figure of £2,916,658, as compared with 
£2,085,766 in the previous year, £1,043,116 for 1939-40, and 
£967,576 in 1938-39. Expenditure, including depreciation and 
deferred maintenance, totalled £2,661,048, as against £1,798,972 
in 1940-41, and £975,643 in 1939-40. To the operating, profit of 
£255,610 has to be added other receipts of £13,217, making a 


total of £268,827, from which has to be deducted the miscel- 
laneous rents of £8,684, leaving a credit balance of £260,143 
After charging interest on consideration for undertakings 
acquired, £82, the credit balance to be carried to the appropria 
tion account is £260,061, comparing with £288,422 for the 
previous year. For the first three financial years of the board 
there were substantial debit balances, but as will be seen from 


the accompanying table, the debit balance in the year 1938-39 
was only £8,506, and there have been impprtant credit balances 
ever since. Interest chargeable for the year under review on the 
loans advanced by the Ministry of Finance was £126,533. A 
£200,000, however, has been paid to the Ministry on 
account of current interest and arrears, although, of this, £45,000 
was not paid until after the close of the accounts. As a result 
of the year’s trading, the arrears of interest on the loans has 
been reduced by £73,467. 

A very great volume of traffic was dealt with during the year 
under review, and few calls made on the board’s services were 
not met. Increasing co-operation on the part of the public has 
made it possible to carry a volume of merchandise which pre- 
viously would have seemed impossible. A high degree of loading 
both ways was attained. Throughout the year the board made 
extensive use of goods vehicles belonging to private owners, on a 
hiring basis, in order to supplement its own fleet. No increase 
in the general level of rates and fares has been made since 
January 1, 1941, although the level of wages and of prices of 
supplies has been constantly rising. It has been necessary, how- 
ever, in a few isolated cases, to make adjustments in the charges 
for certain items of traffic where war conditions have increased 
the cost of operation unduly. 

Difficulties of operation and in the maintenance of the fleet 
were more acute during the year even than formerly. The air 
raids of 1941 deprived the board of a considerable amount of 
essential floor space. Alternative premises were brought into 
production during the course of the year, which has relieved 
the situation considerably. In view of the difficulty of obtaining 
spare parts and other materials for the maintenance of the fleet, 
the board has charged revenue with a sum of £10,000, as a 
provision for arrears of maintenance due to war conditions. The 
board feels gratified that the organisation has successfully stood 
up to the heavy strain placed on it, and desires to pay a well 
deserved tribute to all grades of the staff for their unsparing 
efforts. At September 30, 1942, there were 4,995 employees in 
the service of the board. The number serving with H.M. Forces 


sum of 


is 203. The management is now vested in an Executive Com- 
mittee, consisting of General Manager, Operations Manager, 


Secretary & Chief Accountant, and Chief Engineer. Each of 
these officers is responsible to the board for a department of the 
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The new organisation is stated to have worked satisfac- 





torily, and has produced an increase in efficiency. It is noted 
that ie provisions of the Road & Railway Transport Act 
Northern Ireland), 1935, relating to the pooling scheme with the 
e 
SUMMARY OF FINANCIAL RESULTS 
Year ended | Year ended | Year ended | Year ended 
ancial results Sept. 30, Sept. 30, Sept. 30, Sept. 30, 
1939 1940 1941 1942 
£ £ £ £ 
CAPIT | 
Nortt Ireland Transport 
stock issued and outstand- | 
ng at September 30 844,299 844,299 844,299 | 836,836 
Capital expenditure at Sep- | 
ten ; ‘ 3,500,907 3,634,224 3,585,216 | 3,741,798 
Receip - 
Traffic receipts 967,576 1,043,116 | 2,085,766 2,916,658 
Other receipts 4,277 8,150 | 10,484 | 13,217 
Total 971,853 | 1,051,266 2,096,250 2,929,875 
Expenditure : | 
Buses and coaches 497,227 | 445,015 
Goods vehicles 330,617 | 393,581 | > 1,798,972 2,661,048 
General expenses 132,039 137,047 | ) | 
Misce eous charges 20,476 | 9,637 8,856 8,766 
Total $80,359 985,280 1,807,828 2,669,814 
Balance per revenue account | Dr. 8,506 | Cr. 65,986 | Cr. 288,422 | Cr. 260,061 
APPROFRIATIONS } | 
nterest on loans 68,093 121,986 128,981 126,533 
nterest on Northern Ireland 
Transport stocks 20,532 33,619 
Redemption of ‘‘A’’ stock | 
fur ss 7,463 7,463 
Superannuation and pensions } 
reserve ; 5,000 5,000 
Taxation reserve - 25,000 
General reserve fund 10,000 10,000 
Appropriation account ba- 
lance, per last account Dr. 424,804 | Dr. 521,935 | Dr. 611,554 | Dr. 474,576 
Appropriation account ba- 
ance at September 30 Dr. 521,935 | Dr. 611,554 | Dr. 474,576 | Dr. 388,511 


iys, have remained inoperative. The undertaking of John 
H. Hagan was transferred to the board on June 30, 1937, and 
the consideration for the transfer (not then determined) was 


ixed at £1,530. On August 10, 1940, the undertaking of Joseph 
nelly was transferred for a consideration of £150. <A table 
summarising the financial results of the board for the past four 


is given above 


aes au 
Spot Sleepering 
EPLACING a single sleeper would appear an item of little 
but the total replacement incurred in a year 


procedure requiring a policy. If sleepers of the 
age were equally subject to decay or to the effects of 


moment, 
resents a 


same 


tratfic, their ultimate replacement would be a straightforward 
tter, but this is not so. A still simpler position would exist 
ill the components of track—rails, chairs, sleepers, and so 
forth—could be designed so that, no matter what the type of 
traffic and other circumstances, the life of all were equal. In 
some circumstances rails long outlive the sleepers, and in these 


cases it would seem practicable to avoid for all time re-sleepering 
throughout, by replacing each one as it becomes unserviceable; 


this policy would result in any stretch having sleepers of any 
ag It is, in fact, a policy that has been largely pursued. It 
would seem, however, to be a procedure for lines of minor 
importance only, as it is unlikely that gauge and line would be 


high standard. Discussing this subject in the course of his 
recent remarks to the Permanent Way Institution, Mr. F. E. 
Assistant Chief Engineer, L.N.E.R., the 
view that probably it is better that all lines, though at highly 
variable periods, be re-sleepered in toto, either distinct 
operation or when complete renewal is required 
lf such is to be the practice, the problem of spot sleepering 
has still Spot sleepering with new sleepers also 
carries with it the disadvantage that, as the years go by, there 
likely to be a medley of sleepers in the track—though to a 
iller extent—and a decision to complete re-sleepering 
becomes exteremely difficult. If it is made, it brings into the 
depot sleepers of different ages, and the value of the best of 
them is not increased by the operations involved in transfer to 
ther site. A system worth consideration, said Mr. Harrison, 
seems to lie in a specification that sleepers, which are to be 
inserted, should be of a quality comparable with that of their 


H rrison, expressed 


as a 


to be considered. 


7 


as 
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neighbours which are to remain. For this procedure it is not 
necessary to subdivide the quality of the replacement sleepers 
into many categories; three should be enough, namely, (a) new, 
(b) sleepers which will last 10 years, and (c) sleepers which will 


last five years. In the first category, very few should be 
required. They would mostly be wanted to replace sleepers 


which have opened by splitting, and been damaged by mishap. 
Sleepers in the other two categories would, therefore, form the 
bulk of those to be introduced. 

\ difficulty in carrying out this policy lies in the liability in 
ordinary times, and, especially at present, of there being a short- 
of suitable re-layable sleepers, and a seeming compulsion to 


ige 
use new instead. Probably it is better, if there is no alternative 
to using new sleepers in such a case for spotting proper, to put 


the new sleepers in a consecutive stretch—sufficient to produce 
the number of ties required—and do the spotting with those 
that are taken out, despite the fact that the labour involved is 
considerably greater. In Mr. Harrison’s view, a better plan, 
perhaps, is the authorisation of ‘‘ border-line’’ stretches sub- 
mitted for renewal in important localities, from which to procure 
the requisite supply of serviceable sleepers. In the former case, 
the accomplishment of a stretch of renewal accrues, but, in the 


latter, stretches are renewed where new sleepers particularly 
ought to be put, namely, in the main running lines. 
aes = 
s . 
The Reichsbahn in 1942 


Railway says 
“a completely 
in addition 


REVIEW of the German State 
that the accounts for the year 1942 present 
The summary observes that, 
to current work, the Reichsbahn has had to undertake very 
important additional tasks such the reconstruction of rail- 
ways in the Occupied Eastern Territories; a substantial increase 
in the rate of construction of new rolling-stock; a reduction in 


position of the 
satisfactory picture.’’ 


as 


the normal rate of wear and tear to locomotives and wagons; 
and the introduction of preventive measures against winter 
difficulties. It is said that a considerable measure of success 


was achieved in reducing the turn-round time of railway wagons, 
and that greatly improved operating efficiency has contributed 
towards satisfactory financial results. 

Total receipts for the calendar year 1942 were approximately 


RM. 9,700,000,000, against RM. 9,000,000,000 for the previous 
year Receipts from passenger and luggage traffic were 
RM. 3,940,000,000 (against RM. 3,250,000,000), and from goods 
traffic RM. 5,100,000,000 (against RM. 5,283,000,000). The 


falling off in goods traffic is explained by a decrease in general 
traffic caused by temporary stoppages of public traffic in favour 


of eastern and war transports and by a decrease in the volume 


of high-tariff goods and an increase in low-tariff goods. Total 
expenditure, including the payment to the German Treasury 
(Allgemeine Reichskasse), is expected to increase against the 


previous year by RM. 630,000,000 or 7:2 per cent. By reason 
of ‘‘ special profits ’’ and last year’s carry forward, the surplus 
will be sufficient to cover all obligations such as the payment 
of interest, and to leave a balance for a further payment to the 
Treasury. A small surplus is then expected to remain, which will 
be carried forward. Capital investments remained at about the 
ime level as in the previous year, and were financed by loans, 
other credits, and own means. The general debt situation is still 
considered favourable. After the redemption in 1942 of the 
Reichsbahn share of about RM. 134,000,000,000 in the Young 
Loan, and various smaller loans and credits, the long-term obli- 


gations amount to about RM. 4,000,000,000. This figure 
compares with property valued at RM. 40,000,000,000, and 


capital of more than RM. 20,000,000,000. 

At the end of last year measures were taken to strengthen 
the military and State control of the German State Railway, 
which is under an autonomous management. although forming 
the railway department of the German Ministry of Transport. 
A German statement, which was issued on Decem- 
ber 30 last, said: ‘‘ To concentrate all political and economic 
forces for this task, the council of the Reichsbahn has been 
reformed and brought more closely than hitherto into line with 
the needs of the party, State, and armament industries.’’ The 
new railway council, or advisory board, was appointed for a 
term of three years, and among its new members were: Dr. 
Albert Speer, Minister for Armaments, Munitions, and Fortifica- 
tions; Dr. Alfred Rosenberg, Minister for the Eastern Territories; 
Field-Marshal Milch, head of the Luftwaffe; Bormann, deputy 
to Hitler; Dr. Ley, Labour Front leader; and Sauckel, Director- 
General of Labour. This council was increased to 18 members 
instead of 16 as heretofore, and 11 were newly appointed. Of 
the 7 members of the former council who were re-elected are 
Hermann Esser, Secretary of State; Baron Kurt von Schréder; 
and Dr. Krupp von Bohlen und Halbach. 


official 
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LETTERS TO THE EDITOR 


(The Editor is not responsible for the opinions of correspondents) 


Locomotive Lineaments 


‘* Pentrelew,’’ Escombe, 
Natal, South Africa 
March 9 


[To THE EpiToR OF THE RAILWAY GAZETTE 
SIR The letters recently appearing in The Railway Gazette 
raise the interesting point as to why some locomotives make an 


immediate appeal to the public eye and others do the reverse : 

Since the beginning of this century, there have appeared certain 
ugly locomotives ; some bumble-footed and others whose chimneys 
appear to have been modelled on the vertical type of domestic coal 
scuttle, others just nightmares. It would be invidious to catalogue 
them. Suffice it to suggest that the G.W.R. “‘ Atbara ”’ class started 
it all 

We each have our special criterion of what is fitting in locomotive 
appearance. As a serious student of locomotive design since my 
apprenticeship days, I have mine. To me the locomotive designer- 
artist pay excellence was Mr. John G. Robinson (happily still with 
us) whose beautiful engines used to adorn the former Great Central 
Railway 

When an engineering student at what was then Owen's College, 
Manchester, I, with the temerity of youth, called upon Mr. Robinson 
at Gorton and asked permission to go round the G.C.R. works there. 
Mr. Robinson was kindness itself. He took me into his office and 
showed me the drawings of one of his new engines. A remark he 
made I have never forgotten. He said ‘A chimney to a 
motive is like a hat to a man; the finishing touch.”’ 

Thirty vears later, when General Manager of the Nigerian Rail- 
way, I revisited Gorton where, at Beyer Peacock’s works, we had 
under construction some Garratt locomotives (a very difficult type 
of engine to endow with grace or dignity) and I quoted Mr. Robin- 
dictum. As a result, special attention was given to the 
design of a chimney which, to my mind, markedly enhanced the 
appearance of the engines. 

I relate this, because perhaps exterior chimney design is an 
answer to the query propounded in the first paragraph of this letter, 
even though it is now fashionable to designate them as smoke- 
stacks. In any case, locomotives are public servants and it behoves 
those responsible for them to endow them with a good appearance. 


Yours faithfully, 
G. V. O. 


loco- 


son’s 


BULKELEY 


Spare-time War Work Scheme 


10, Malbrook Road, 
Putney, S.W.15 
April 8 


To tHE Epiror oF THE RAILWay GAZETTI 

Sir,—In your issue of February 26 last you were good enough 
to print a letter from us on the subject of a spare-time war-work 
scheme suggested for the railway industry We glad to say 
that this letter attracted official attention, and led to an interest- 


with the Chief Officer for Labour & Establishment 


are 


ng interview 
of one of the principal railways. This, in turn, led to the 
Railway Executive Committee Staff Committee, which has 


invited us to proceed with the recruitment of a corps of spare 
time workers from whom the railways could draw as required, 
but whose organisation remains outside the railway service 

We are proceeding on these lines, and would like to 
our cordial thanks for the publicity which you gave us 
hope the scheme will prove successful. 

It is clear, of course, that our initial problem is to ensure 
that details of the plan reach all who likely to be interested 
ind the avenues of approach appears to be the 
technical press The Railway Gazette, with its circulation 
ilmost entirely among railway officers does not appear able to 
help us in this respect, but your two-monthly, The 
Railway Magazine, reaches just those amateur railway enthu- 
iasts from whom we should be able to draw some considerabl 
support, and we are wondering if space could be found therein 


tender 
We 


are 


one ol sem1- 


associated 


for a brief mention of the scheme. A short summary of our 
objects is given below, and we would greatly appreciate any 


publicity which could be given to them. 

‘* Railway transport is a war industry of paramount import- 
and is in need of extra assistance to supplement the 
A corps of spare-time workers is therefore being 
formed, to give help in the evenings, and during week-ends as 
required. At present the scheme is limited to the London area, 
though an extension to the provinces (notably Birmingham) is 
contemplated at an early date. The work available will prob- 
ably the handling of parcels at various depots, but the 


ince, 
existing staff. 


be 
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organisers hope that sufficient keenness will be shown to suggest 
a wider field of activity in due course. The work will be paid 
for at an hourly rate. 

‘The primary requirements as to personal qualities are keep- 
nes@ and reliability, and the organisers invite applicati: (by 
letter only) from anyone who has an hour or two to spare during 
the week, and would like to turn it towards a useful war cffort. 
Any further particulars will be gladly given by the organisers 
who are instituting this scheme with the approval of the 
Railway Executive Committee.’’ 

Yours faithfully, 
Cc. L. LIND! 
C. L. BUSHNELI 


scheme is given in Th: 


-Ep. R.G. 


The summary of objects of the 
Railway Magazine for May and June. 


Gascoigne’s Private Railway 


Essex House, 
Essex Street, Strand, W.C.2 


April 12 
To THE EpITor oF THE RAmLway GAZETTE 
Str,—The letters published in your April 9 issue clearly n- 
firm, I think, that Gascoigne’s Railway—spelt in the 1839 Blue 
Book as Gascoyne’s (Private) Railway—was undoubtedly the 
Aberford Railway. 
As regards the apparent—almost Shakespearean—licence with 


t 
which that surname was spelt, it is interesting to note that the 
Proceedings of the Committee of the House of Commons on tl! 
Liverpool & Manchester Railway Bill, 1825, are headed ‘‘ General] 
Gascoigne in the Chair, and the errata slip inserted at the begin- 
ning of the Blue Book states: ‘‘ The name of General Gascoyne 
is erroneously printed Gascoigne throughout the whole proceed- 
ings and evidence.’’ 

As regards the relationship between the Aberford Railway 
ind the Leeds & Selby Railway, I have before me the Leeds & 
Selby Act, 11 Geo. IV Sess. 1830, Royal Assent June 1, 1830 
and I that among the incorporators were: Richard Oliver 
Gascoigne, Thomas Oliver Gascoigne, and Richard Oliver Gas- 
coigne junior. 

In the ‘‘ Tourists Companion from Leeds and Selby to Hull 
(1835) it is stated at pages 80-81 that ‘‘ R. O. Gascoigne Esq 
was one of the first directors of the Leeds & Selby Railway* and 
that ‘‘ Mr. Scholefield having declined to act and Mr. R. O 
Gascoigne having resigned, the names of Samuel W. Wand Esq 
and Thomas O. Gascoigne Esq. were added to the directorship in 
their stead.’’ 

The ‘‘ Tourists Companion makes reference at page 71 t 
Garforth with the coal works belonging to Richard Oliver Gas- 
coigne, and at page 72 says: ‘‘ It is understood that the 
understanding exists between the directors of the Rail-Road and 
the proprietors of the*Collieries and Quarries, and that such an 
arrangement will be made as will be equally beneficial to every 


) 





see 


best 


party concerned.’’ 
Yours faithfully, 
KENNETH BROWN 
° 
Experimental Work 
Strathmore, Cleveland Avenue, 
Darlington 
April 29 
To THE Epitor oF THE RAILWAY GAZETTE 
Sir,—I am writing to thank you for your understanding view of 


British engineers’ handicaps expressed in your editorial under the 
heading “ Experimental Work.’’ The writer has no_ personal 
complaint, as his work has brought him a great deal of satisfaction 
but the number of cranks like himself who work mainly for pleasure 
of it, are decreasing in this material age and it is feared that this 
country will fall behind others after the war if it does not change 
its methods and offer more encouragement to young 
engaged in this work 

At the appropriate time a paper like yours would render a valuable 
service if you impressed this on those responsible for post-war 
organisation. Those unfortunate people have the writer’s sym- 
pathy because he has come to the conclusion that organisations 
have now reached such a vast unwieldy size that they have out- 
grown man’s ability to control them in the present stage of his 
development. 


engineers 


Yours truly, 
T. ROBSON 





* See Tomlinson’s ‘‘ North Eastern Railway,” p. 205, elected at Ist General Meeting 
held on July 16, 1830 
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The Scrap Heap 


PRAISE FOR RAILWAY PUBLICITY 


ulways deserve to win all the appeals 


for public support that they may want to 
irge When they have to re-meet the com- 
petition of road transport after the war. 


Don't imagine for a moment that the only 
petitors they were anxious about before 


the war were goods and public passenger 
motor vehicles. Personal transport, other- 
W private cars, was not being overlooked. 
Peace will see the railways with nine points 


1e game in their hands Road transport 
will start fettered by a mass of restrictions. 
rhey deserve success with any future legis- 
lation which they promote because, unlike 
the combined motor industry, they are 
ng no opportunity of cultivating popular 


nion by vigorously advertising their 
ional importance.—From ‘‘ The Garage 
Votor Agent.’’ 

* * * 
\ husband alleged at Tottenham that 


ce his wife had become a porter on the 
Underground she had bought 18 pairs of 
22 hats, more dresses than she could 


shoes, 
int, two gold watches, a five-stone dia- 
nd ring, and a fox fur From “ The 
Evening News.”’ 
* * * 


NATIONALISATION—BY A WoMAN WHO 


KNowsS 
Nationalisation is an easy term which 
too often used in the sense that it is a 
ire for all the evils suffered by the 


trkers. Post Office people know that at 
esent there is very little difference be- 
tween their conditions in a nationalised 
dustry and those of workers outside. 
V Winifred Rowe in her presidential 
ldvess to the Union of Post Office 
Workers at Blac kpool, veported n the 


Evening News.”’ 


+ * a 


THE APPREHENSIVE TRAVELLEK 
There have been several stories of the 
ifficulties of train travel in these fuel- 
saving times, but this one, from a corre- 


spondent who watched its events during a 
recent foodless and drinkless night journey 
to London seems to strike a new note. He 
says the tedium of the trip was broken by 
the antics of the (apparently English) 

ntleman sitting opposite, who had two 
vacuum flasks of milk and two large parcels 
f edible substances. To these the owner 
id two-hourly resort, after which he 
further regaled himself with two different 
ligestive powders, one nose-inhaler, and 
undry throat pastiles. When he was 
which was often after the many 
neals—-he inserted a sheet of disinfected 
vaper between his reclining head and the 
ilway cushioning behind it. The corre- 
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G. Ford’s idea of a wartime trade revival 


2 
spondent who supplies these details remarks 
that this was obviously a valuable, and 
perhaps a fragile, life But he adds a 
further fruity sentence to the effect that 
if the careful one had shown any sign of 
producing a spray to disinfect the air (and 
possibly the fellow-passengers) there might 


well have been a fatal uproar.—/f vom the 
“ Glasgow Herald.”’ 
* o * 
1906 
\ friend has extracted and very kindly 
sent to me a copy of the Tribune for 
February 3, 1906. That was indeed a 


happy month for the Liberals. They had 
swept the country. Trade (in Britain) 
was to be free and the Chinese (in Africa) 
were no longer to be slaves. Some 
tilential pro-Boers might be coming into 
office, and the Conservatives were a mere 
handful in the Commons. But there were 


pes 


the Lords (God bless them!) and _ the 
Ordinary stock of the London & North 
Western Railway stood at 161; that of 
the Great Western at 141 Present 
prices, a considerable improvement on 
recent ones, are 60 for G.W.R. and 31 for 
L.M.S.R.) Income tax stood at Is 
Ivor Brown in The Observer.’ 


\fter his re-election as a director of the 
Birmingham Railway Carriage & Wagon 
Co. Ltd., at the annual meeting on April 29, 
Sir Francis Joseph called attention to the 
rights of shareholders in public limited 
companies to criticise directors. ‘It is 
well,’’ he said, ‘“‘ that shareholders should 
be reminded of their right to criticise 


ial ral 


directors 
money 
business is 


Shareholders having risked their 
must themselves that the 
well managed so as to ensure 
when normal trading conditions 
return. Directors must keep alive the 
spirit of adventure. It was that quality 
which won for Britain her place in world 
trade in the past ; it will certainly be needed 
in the future.’’ 


assure 


success 


- * ~*~ 
[TAILPIECE 

(The use of workmen’s tickets has increased) 

My name is Brown, and I am not a British 
working-man 

Within the meaning of the Act, nor yet an 
artisan, 

But I must emulate the lark and go upon 
my way 

So early in the morning, about the break of 
day. 

My coat is black, my collar white, my neck- 
wear quite the thing ; 

My trousers are not corduroy upheld with 
bits of string. 

I do not fill with homely shag a little pipe 
of clay, 

But | must travel early, about the break of 
day. 


I do a lot of curious things I never did 
before : 

I travel by the workmen’s train because 
there is a war. 

I take my workmen's ticket and go upon 


my way 
So early in the morning, about the break of 
day. 
















































































No, the British aren't REALLY a surly and unsociable race—it’s just 
room for yourself in another compartment 


"fegecoe 


that they think you'd find more 


Reproduced by permission of the proprietors of “* Punch * 
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OVERSEAS RAILWAY AFFAIRS 


(From our correspondents) 


VICTORIA 


Accounting and Stores Work 

i xcellent performances have been 
achieved during the period of the war by 
the Accountancy and Stores Branches of 
the Victorian Government Railways At 
the outbreak of hostilities, the staff of the 
former branch numbered approximately 
510 men and 90 women; since then some 
220 male clerks have left for other forms 
of war service and have been replaced by 
women, although the amount of 
increased by the costing of a 
amount of munitions work under- 
taken for the Commonwealth by the Rail- 


ways Department, amounting so far to 
£4,000,000 


work 
has been 


large 


[he Stores Branch also has had to 
adapt itself to changing conditions In 
addition to its usual work, this branch now 
is associated with many wartime activities, 


and has been the subject of various unusual 
requirements ; its printing section also has 
undertaken important work for the military 
and air authorities rhe value of 
issued by the branch during the financial 
year 1941-42 was /3,365,941, and the value 
of stock held at June 30, 1942, was nearly 
£1,500,000 


stores 


Holiday Traffic from Melbourne 

Although fewer trains were available 
during the Christmas holiday-period last 
year, 18,335 more passengers were carried 


to the country from Flinders Street and 
Spencer Street Stations, Melbourne, than 
in the same period of 1941 the former 
experienced an increase of 3,143, and the 


latter one of 
bookings for 
duced caused 


15,192 Che rigid control of 
each train which was intro- 
a desired spreading of the 
trafic over a number of days Only 60 
special trains were scheduled, compared 
with 156 in 194] 
Railway Apprenticeships 

The attraction of the railways as a 
field of employment to boys below military 
age is still very strong Over 600 bovs 
recently applied for apprenticeships, of 
whom 192 have been selected as suitable ; 
96 of the latter, chosen by ballot, com- 
menced work last January. 


CANADA 


Railway Accidents in 1942 


The report of the Board of Transport 
Commissioners, which was tabled recently 
in the Canadian House of Commons, 
hows that there were 1,985 railway acci 
dent in the Dominion during 1942, 
resulting in the deaths of 450 persons, 
ind in injuries to 2,665 


Compared with 


1941, the number of accidents increased 
by 36, the number of persons killed by 
$1, and of those injured by 119. The 
report states that, of fatal casualties, 44 
were passengers, 123 were railway em 
ployees, and 283 represented trespassers 
ind others; of those who received in- 
juries, the figures were 779, 1,225, and 
661, respectively. The number of acci- 


dents which took place at highway cross 
ings was 341 (compared with 380 in 
1941), of which 197 occurred during day- 
light, and 144 at night; mishaps of this 
type caused the death of 143 persons 
(compared with 135 in 1941, and injuries 


to 478 (525 in 1941). In 111 cases the 
accidents were caused by vehicles run- 
ning into the sides of trains, and the 


latter type of accident accounted for 22 
people killed and 159 injured. 


The decrease from the 1941 


figures in 


the number of accidents occurring at 
crossings in 1942 may well be a result of 
the extensive safety campaigns instituted 


by the railways, the Government, and 
other interested parties, and of the fact 
that there were fewer cars on the roads 
in 1942 than in the previous year. The 


ma je r causes of these accidents still seem 
to be human and the inex- 
plicable ambition on the part of many 
motorists to ‘‘ beat the train to a cross- 
ing.’’ In winter conditions, a_ higher 
percentage of crossing accidents usually 
is recorded. 


New Montreal Terminal 


carelessness, 


Mr. R. C. Vaughan, Chairman & Presi 
dent, Canadian National Railways, stated 
to the Canadian House of Commons Rail 
way Committee on April 1 that he ex 
pected the new C.N.R. terminal station 


it Montreal to be in use by July 1. He 
said that expenditure on the terminal so 


far had totalled $27,260,000, and that 
in additional $370°8000 was provided in 
the 1943 estimates (Some information 
concerning the progress of the terminal 
was given in The Railway Gazette of 


June 19, 
1942.) 
C.P.R. Snowplough Mileage 

\s a result of the recent severe weather 
inada (see The Railway Gazette of 
February 19 and of April 2) snowploughs 
on the Canadian Pacific Railway were 
required to clear 83,136 miles of track 
during the month of January last, and 
so travelled 72,860 miles further than in 
the same month of 1942. On the com- 
pany’s lines west of the Great Lakes, the 
mileage covered by snowploughs increased 
by 2,020 per cent.; in British Columbia 
the snowplough mileage increased 
from 1,617 miles in January, 1942, to 
14,456 miles in the month of 1943. 
On lines east of the Great Lakes, 60,723 
miles of track were cleared, compared 
with 9,219 miles during the same period 
last year. In Quebec there were 784 
miles which required clearing in January, 
1942, whereas 26,140 miles had to be 
dealt with in the same month of 1943. 


UNITED STATES 
Lifting a Viaduct 

A remarkable bridge operation has been 
carried out recently in the United States. 
It was desired to raise above the maximum 
flood level a cross-river structure, 1,800 ft 
in length, carrying a single line of railway, 
which was subject to flooding at times of 
exceptional rainfall The entire’ bridge 
now has been lifted 4 ft., and the magnitude 
of the operation will be realised when it is 
stated that it includes a swing span 267 ft. 
in length, six 232 ft. through truss fixed 
spans, and a 40-ft. plate girder span; all 
but the last are trusses of the Pratt type, 
with broken upper chords, and are sup- 
ported on reinforced concrete piers. The 
4 ft. lift was carried out on the spans suc- 
cessively, from west to east, in 2 ft. stages, 
and during this part of the work no steeper 
gradient than 1 in 111 was introduced on 
the bridge ; the work was completed with- 
out interruption of the railway traffic, 
which amounted to 40 train and engine 
movements daily, but the raising of the 
swing span, which was the most difficult 
part of the whole operation, made it neces- 
sary to close the waterway for 45 days. 
The jacking was done with 500-ton and 
100-ton hydraulic jacks. As each span was 
jacked up, wood blocks were inserted, first 


February 20, and January 16, 


in ¢ 


Sane 


May 7, 1943 


in 1-in. 


thicknesses, then in pair of 
l-in. blocks, and then in 3-in. thi-k- 
nesses; when four of the latter 1 
been inserted, they were replaced by 
grillages formed by rolled steel b 1S 
12 in. deep. Ultimately, therefore, 1 
span was supported at each end on ur 


12-in. grillages, arranged with each gri 
at right-angles to the one below it f 
whole series bolted together, and the lo 
erillage secured by the original anchor 
to the bed-plates. Finally, the gril 
were surrounded by reinforcing steel 
concrete was poured up to the level of 
bridge shoes. Various special precautiins 
were taken : no jacking was allowed du 
high winds or in other conditions wl 
might have endangered the operations 
load was allowed over the bridge when 
part of any span was supported on jk 
or until the span in course of movement 
firmly resting on either the wood packi 
or the inserted grillages All pouring 
concrete also was done directly after a t 
movement, to give the concrete proper t 
for setting before the next train pas: 
Special measures were adopted to maint 
perfect alignment of the spans across t 
bridge 
Illinois Terminal Railroad 

It will be recalled that a complicat 
situation arose recently out of threaten 
closing by the Illinois Terminal Railro 
of 128 miles of its electrically-operated lin 
in that state, between Danville and Ma 
kinaw Junction via Decatur. A _ petiti 
for closure had been addressed to tl 
Interstate Commerce Commission, but th 
War Production Board, acting over the 
head of the I.C.C. and the Office of Defens« 
Transportation, in October last requis! 
tioned the rails, and other material whi 
would have been released by closure. 1 
the meantime, the matter came up in th« 
Senate; and in a district court the Illinois 
Commerce Commission not only obtained 
an injunction against the railway forbidding 
the closing down of these lines, but also 
ordered the company to improve its service 
because of its importance to various local 


war industries. Since then, the W.P.B 
which in this instance appears to have 
exceeded its powers, has withdrawn its 


claim to the materials, and in mid-January 
the I.T.RR. asked the I.C.C. to postpone 
indefinitely the hearing of its petition for 
closure, having decided voluntarily to con 
tinue operation in the war interest 
(Reference to this case in particular, and 
to the conflict between various authorities 
in the United States which are concerned 
with railway matters, was made in an 
editorial article in The Railway Gazette ol 
January 29.) 


A Santa Fe Abandonment 
Interstate Commerce Commission 
authorised a railway abandon- 
note Some years ago the 
Atchison, Topeka & Santa Fe Railway 
System began work on an alternative 
route from Dodge City, Kansas, to Colmor, 
New Mexico, which would have relieved 
the working on its main line from Chicago 
to Los Angeles by cutting out the heavy 
grades over the Raton Pass summit. Since 
then, however, considerable improvements 
have been effected in the grading and 
alignment of the main-line section con- 
cerned, so that the pressing need for the 
alternative route has disappeared. The 
Santa Fe therefore has been authorised 
to abandon the 42 miles of line from Boise 
City, Oklahoma, to Clayton, New Mexico, 
and the 36 miles from Mount Dora to 
Farley in New Mexico, both of which 
were built to form a part of the new route, 
but have not sufficient traffic, in the sparsely 
populated country, to be self-supporting. 


The 
recently 
ment of 


some 
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New Automatic Locomotive Steam-Brake 
Control Valve 


Steam brake application is by hand, or automatically controlled by 
train brake application on both vacuum and compressed air systems 


"HERE are many problems in_ the 
; design of locomotives which may be 
juired to work in any part of the 
rid. It is essential to make provision 
both compressed air and vacuum 
ike to suit the requirements of differ- 

g countries. 
[he Ministry of Supply, in conjunction 
with Gresham & Craven Limited, has 
veloped combined compressed-air 


erated steam-brake valve, as used on 
omotives for France and described in 
ir issue of March 22, 1940; and also a 


Mark IV vacuum-operated steam-brake 






STEAM FROM 
“BOILER 5 


TO CONTROL >HY j 
RESERVOIR 


stock not fitted form of auto- 


matic braking. 


with any 


Methods of Operation 
As can be seen from the accompanying 
diagram, the steam brake control portion 
of the valve is contained in the upper 
part of the fitting, and comprises the 
steam-brake exhaust valve a, the main 


steam admission valve b, and the pilot 
steam admission valve c. Under operat- 
ing conditions, live steam is supplied 


direct to the space above the pilot and 
main valves; the exhaust valve a is 


C \ Ft TO AND FROM 
STEAM BRAKE CYL® 
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Part sectioned views of brake control valve showing principal working parts 


valve, to which reference was made in 
our issue of December 19 & 26, 1941. 

To reduce duplication of brake equip- 
ment to the minimum and to simplify and 
improve brake control, a new automatic 
steam-control valve has been developed 
by Gresham & Craven Limited for use 
on both the Ministry of Supply 
‘austerity ’’ engines and those being 
built in America. 

This new combination valve provides 
proportional steam-brake application on 
the locomotive under the control of the 
train-brake application, whether this is 
by vacuum or compressed air, and it is 
also fitted with a manual control handle 
which enables the locomotive steam brake 
to be applied at any time, independently 
of the train brakes, particularly when the 
engine is running light or hauling rolling 


located on its lower seat, in which posi- 
tion the steam-brake cylinder connection 
is open to exhaust. 

The manual control handle f actuates 
the fork d through a telescopic link g, 
the parts of which are separated by a 
compression spring. When the lever is 
pulled back to apply the brake, fork d 
comes into contact with the flat foot on 
the bottom of exhaust valve a, and lifts 
it to close the exhaust connection from 
the brake cylinder pipe. Further upward 
movement of exhaust valve a then lifts 
pilot valve c, and thus allows steam to 
pass down the centre of the main admis- 
sion valve b to the space below the 
balance piston, which forms an exten- 
sion of b. Finally, valve b is lifted and 
steam passes directly into the brake cylin- 
ders. The pressure developed by the 
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steam in the cylinders, and hence also, 
the steam-brake effort, is strictly limited 
by the final position of the manual con- 
trol handle, because the brake-cylinder 
pressure acts on the exhaust valve a, 
and this, due to the telescopic link g, is 
able to yield, thus allowing steam valves 
b and ¢ to close, and at a pre-determined 
pressure shut off all further supplies of 
steam. In effect, the brake-cylinder pres- 
sure is balanced against the effort of the 
spring in the telescopic link g, which in 
turn is controlled directly by the posi- 
tion of the handle. 

The telescopic link g is so arranged that 
in the extreme position of the handle it 
is closed solid, so that full boiler pressure 
will thus be available for braking 
purposes. 

When the vacuum-brake control is in 
use, the balance that gives proportional 
braking is. between the downward ten- 
dency of exhaust valve a and the upward 
tendency of the vacuum-control piston h. 
This piston is normally held in its lowest 
position by a spring 7. The spaces on 
either side of it are exhausted of air to 
the same extent when the train brakes are 
‘“‘ off ’’ and when air is admitted to the 
train pipe to apply the brakes, it enters 
also the space below the piston h. The 
space above this piston remains in com- 
munication with a chamber in which the 
full vacuum is maintained for control pur- 
consequently the piston h rises 
against spring j, and applies the steam 
brake. The lifting tendency of h is pro- 
portional to the braking effort on the 
train; the opposing tendency of valve a 
is proportional to the braking effort on 
the locomotive; consequently an increase 
in the former produces a corresponding 
increase in the latter. The area of piston 
h is such that full steam-brake applica- 
tion is occasioned by a full vacuum- 
brake application from 20 in. initia! 
vacuum. 


For compressed-air brake control there 
is a further control piston k, located 
below the vacuum cylinder. The space 
above this piston is in communication 
with the air-brake pipe and the space 
below is connected to a control reservoir 
which serves to maintain the air pressure 
under piston k at its full maximum value. 
Release of air from the air-brake pipe 
not only applies the train brakes, but re- 
duces the pressure above piston k, and 
causes it to lift with a force that is pro- 
portional to this reduction, and therefore 
to the train-braking effort. This upward 
pressure, acting through the freely- 
moving vacuum piston applies the steam 
brake in the same way as with vacuum 
control; the degree of application is simi- 
larly governed by the degree of train- 
brake application. The area of piston k 
is such that full steam-brake application 
is obtained with a reduction of 20 lb. per 
sq. in. in the air-brake pipe pressure. 

The pressure in the control reservoir is 
made equal to the initial air-brake pipe 
pressure through a small port which nor- 
mally by-passes piston k. This port is 
closed when the piston commences to 
rise; consequently the reservoir pressure is 
held at a constant figure irrespective of 
the duration or extent of brake appli- 
cation. 

In the connection between the air- 
brake pipe and the steam-brake valve, a 
timing chamber and choke valve are inter- 
posed, with the object of damping out 
sudden and violent fluctuations of air 
pressure above piston k, and to provide a 
slight lag to the locomotive-brake appli- 
cation. 


poses; 





458 THE RAILWAY GAZETTE May 7, 1943 


. ° The lorte Jor 4 ma -¢ > } 
The Railways of Brazil The Norte do | rand was annex V 
/ the Parand-Santa Catharina and the €s 
of the latter were incorporated in the 


Methods of ownership and operation—Gauges—Electrification patrimony of the Union. The D. Theres 
Christina Railway was appropriat: in 


A POLICY of railway development in leased for operating purposes to a private 1940. The Leopoldina is now und he 
Brazil, involving large purchases Company. exclusive upervisi > Federal] 
iti : S h & P “2 , = - 5. Owned by a private company and operated by it ee ' — oe the E ” 
of rolling stock am U cheme tor gauge under concessions granted by the Federal rovernment. 
unification, was described in a leader in Government, a State Government, a Municipality, In the matter of gauge there i t 
our issue of February 7, 1941 (page 135) or all three. such a great diversity as in some 
SI he e ri 3 . os ries The etre or >» re 
° _ 1 then, . activ part whic h : — The proportion of the mileage adminis- ee : sine ried gauge * 
is taking in the war, in the interests of tered under the different authorities is as “°™teS, accounting for nearly 90 per 
the United Nations, is intensifying  fo}Jows:-— cent. of the total mileage; just over ¢ 
ictivity in railway construction and other cent. is on the broad, or 5 ft. 3 in. ga 
developmental works, which have been Administered bytheFederal Union ...7,998routemiles The route length on each gauge i s 
recorded from time to tim in ou 6 1» individual States...6,498 ,, —,, follows: 
: A °° »» companies ... ...6,755 ,, 
columns We now publish, on the oppo 
site page, an up-to-date outline map of Thus, of the whole system, nearly 70 Gauge km. mile 
the railways of Brazil, indicating the per cent. is owned and administered by 1-60 m. or 5 ft. 3 in. 2,075 1,289 
connecting links to which we referred in the Federal Union itself or by the indi- 1-00 m. or 3 ft. 38 in. “30,749 19, 10¢ 
our issue of March 12 last (page 274) vidual States There is, however, no 0-76 m. or 2 ft. 6 in oe 729 453 
selow is a list of all the Brazilian rail central operating organisation for the 0-66 m. or 2 ft. 2 in. wc 8 , 
way The words “* Tinene °* ind Federal and State lines; these are worked 0-60 m. or 2 ft. vee 639 398 
Federal’’ in the li t refer to the as self-contained systems, but all the "34,200 “21,251 
Federal Union of the United States of railways, State and otherwise, come 
Brazil fhe Brazilian railways are under the control of the Ministro do The broad gauge is limited to some 
theoretically all vested in the Republic, Viagdo e Obras Publicas (Minister of the lines of the Central, Paulista, 
ind are either directly operated a rransport & Public Works) and are sub San Paulo Railways. 
Federal or State railways or worked by ject to the supervision of the Federal Ihe rolling stock of all the Brazil 
private companies on concession or lease, Inspectorate of Railways. railways consists of 3,575 locomoti 
with or without guarantee of interest Recent modifications in the ownership (including 62 electric), 4,091 passens 
and revertible to the State or Confedera or administration of various railways carriages, and 47,960 goods wag 
tion Certain railway systems include show how the component lines may vary Electrification is being extended, and t 
lines of two or more of these descriptions, in control or administration. For ex-_ latest official reports available show 
giving rise to some diversity of statutory ample, in 1939 the Natal—Nova Cruz total of 600 km. of electrified line (373 
charges and obligation: The railwavs section (121 km.) of the Great Western miles). The Corcovado, Morro Velh 
may be divided into the following main Railway was transferred to the Central Campineira, and Campos do Jordao, 
categories Rio Grande do Norte. In the same year all electrified. Besides these, the Centr 
+, Sadan cael ond atelimaned: the Santo Amaro line (90 km.) was incor- Railway has 44 km. of electrified doub! 
2. Federally owned and leased for operating purposes porated in the Federal Leste Brasileiro track, the Réde Mineira has 181 km. « 
to separate States or private companies. Railway. Part of the Littoral Railway electrified single line, and the Paulist 
3. ye RAE State or Municipality and 45 incorporated in the Itapemirim line Company has 286 km. of  electrifi 
4. Owned by a separate State or Municipality and and the rails removed on the remainder line, of which 44 km. are double track 
Under Under : 
Worked ur- es Worked | - lee J > ur 
Railway Owned by by Length , Gauge — veyed Railway Owned by by Length | Gauge — veyed 
km. km. km. kim km | km 
E.F. Madeira Mamoré ...| Union ...; Union ... 366 metre E.F. Noroeste do Brasil | Union ...| Union ...| 1,461 metre 
E.F. Tocantins .. -| Union ...| Union ... 82 metre 32 293 E.F. do Dourado ...| State Con.| Private ... 317 metre 54 
E.F. Bragancga ... Union ...| Union .. 247 metre E.F. Sao Paulo-Goyaz ...| State Con.| Private ... 149 metre 
E | 47 2 fe. E.F. Morro Agudo ...| State Con.| Private ... 4l metre 
E.F. Sao Luiz-Therezina | Union ...| Union ... 453 metre 20 64 E.F. Sao Paulo-Minas ...| State ...| State... 180 metre 
€.F. Central do Piauhy...; Union .../ Union ... 191 metre 12 154 E.F. S30 Paulo-Parana ...| State Con.) Private ... 236 metre 113 
Réde de Viacgao Cearense| Union ...| Union ...| 1,365 metre 241 Sil E.F. Barra Bonita ...| State Con.| Private ... 18 metre 
E.F.Mossord..... oe Part Private ... 175 metre 22 E.F. Itatibense ... ...| State Con.| Private ... 20 metre 
Union, E.F. Araraquara ee ee le 300 metre 80 
part State amal Ferreo Campi- | State Con.) Private ... 30 metre - 
E.F. Central do Rio | Union ...| Union .. 342 metre 161 Si | neira | | 
Grande do Norte Tramway doCantareira | State ...) State... 35 | 2fe. - 
E.F. Petrolina-Tnerezina | Union ...| Union ... 204 metre 569 || E.F. Campos do Jordao | State ...| State... 47 | metre — 
Great Western of Brazil | Union ...| Private ...| 1,637 metre 96 671 || E.F. Monte Alto esol SE. coal EP axe 31 | metre - — 
Railway || E.F. Jaboticabal ... ...| State Con.| Private ... 25 metre — 14 
Viagao Ferrea-Federal | Union ...| Union ...| 1,897 metre 218 1,382 E.F. Perdis Pirapora’ ...| State Con.| Private ... 16 2 fe. | 20 
do Leste Brasileiro Ramal Ferreo Dumont | State Con.| Private ... 24 ae. | | 
E.F. Bahia e Minas ---| Union ...) Union ... 537 metre 46 377 Réde de Viacgao Ferrea| Part Union ...| 2,065 metre 78 | 996 
€.F. Nazaréth ... --.| State ...| State... 287 metre 70 55 Parana Santa-Catharina| Union, 
E.F. Ithé.s a Conquista | StateCon.) Private ... 128 metre 33 ~«O/ part Fed. | 
E.F. Victoriaa Minas ...| Federal Private ... 562 metre | - 177 Con. } 
Con. E.F. Norte do Parana ...| State Con.) Union ... 43 | metre | 135 
E.F. Itapemirim eel ee 54 metre 22 88 E.F.D. Thereza Christina; Union ...| Private ... 244 metre 1 60 
E.F. Sao Matheus ooo] SONOS oes) SONS a 68 2 ft. - E.F. Santa Catharina ...| Union ...| State... 114 | metre 34 | 228 
E.F. Corcovado .. ..| Federal Private ... 4 metre E.F. Mate-Laranjeira_ ...| State Con.| Private ... 68 2 fe. | 
Con. Viagao Ferrea do Rio | Union ...| State ...| 3,362 metre | 256 137 
E.F. Marica am a Part Union ... 157 metre 50 Grande do Sul | 
Union E.F. Jacui a ...| Union ...| Private ... 52 metre 
part State || E.F. Palmares a Os6rio...| State ...| State... 55 2 fe. 
Leopoldina Railway ...| Part Fed. | Private ...| 3,082 metre 54 E.F. Porto Alegre a Vila) State ...| State ...| 15 metre 6 | 
| Con., part } Nova | | 
| State Con. E.F. Piquete a Itajuba ...| Union ... | - | 26 
E.F. Central do Brasil ...) Union ...| Union ...| 1,237 (5 ft. Zin. 404 E.F. Uberaba a Vila | Union ... | _ | 275 
: 1,937 metre Platina | 
Réde Mineira de Viagao | Union ...| State ...| 3,162 metre 90 8! E.F.S. Pedro a Pelotas ...| Union ...| | | | | 467 
729 | 2ft.6in.| | E.F. Barreiros a Sert3- Fed. Con. - | Be | 36 
E.F. Morro Velho | State Con.| Private .. 8 2ft. Zin. | ozinho | 
E.F. Goyaz ae | Union ...| Union ... 438 metre | 23 48 || E.F. Gandarela ... | Fed. Con. | | 5I 
Cia. Mogyana de Estradas| Part Fed. | Private ...| 1,874 | metre 228 || E.F. ItaGnas a viel A was | 20 | 105 
de Ferro Con., part 84 2 fe. E.F. Itararé a Fartura ...| State Con. - - 145 
State Con. | E.F. Caracol _... ...| State Con. = -- -s 
Sio Paulo Railway .--| Part Fed. | Private ... 139 | Sfe.3in. E.F. Oeste de Sao Paulo | State Con. = | 63 | 
Con., part 108 | metre E.F. Caxias a Rio Negro | Union } 54 710 
State Con. | E.F. Monte Alegre ...| State Con. ~ — | _— 86 
Cia. Paulista de Estradas | State Con.| Private ... 699 | Sft.3in. 45 E.F. Nazaré a Salina de | State Con. > | — 47 
de Ferro 749 metre | Margarida | | 
62 2 ft. | | 
€.F. Sorocabana _ State, State ...| 2,141 metre - | 183 — |- — hears 
part Fed. | Totals ... “at i ee ... | 34,200 1,629 | 9,303 
Con. ! 1 | 





N.B.—Abbreviation ‘‘ Con.’’ = Concession ; ‘‘ E.F.’" = Estrada de ferro = railway 
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Modern British Rolling Stock 


Examples of standard composite passenger coaches of the four 
main-line railways in use on express services 


In resporse to enquiries received from 
time to time from readers who wish to have 
at their disposal information relating to the 
modern passenger coaches of the four 
British railway companies, we have, with 
the assistance of the respective Chief 
Mechanical Engineers, prepared the follow- 
ing short article giving the particulars 
together with illustrations of a standard 
modern vestibule composite coach running 
in main-line express passenger service on 
the G.W.R., L.M.S.R., L.N.E.R. and 
Southern Railway. Taking these in the 
order named, the particulars are as 
follow :-— 


G.W.R. Composite Carriages 

These coaches, which are 59 ft. 10 in. long 
and 8 ft. 11 in. wide, have four first class 
and three third class compartments, and are 
provided with two lavatories, one at each 
end of the vehicle next to the vestibules. 
The first class compartments each seat six 
and the third class eight passengers, making 
a total of 48 seats. The bodies, which are 
mounted on steel underframes, are con- 
structed of teak framing covered with steel 
panels and are of the end-vestibule type. 
The coaches are mounted on 9 ft. pressed- 
steel double-bolster bogies which ensure 
smooth running. The first class compart- 
ments are upholstered in patterned-blue un- 
cut moquette ; the seats have hinged arm- 
rests and loose-spring cushions, and the 
head rests are protected with antimacassars. 
The compartments are panelled in cream 
rexine with walnut mouldings, and the floor 
is covered with a blue Wilton carpet. 

In the third class compartments the 
panels are stippled in cream paint with 
walnut mouldings and the upholstery is in 
olive-green patterned moquette; the seat 
backs are fluted and the seats have loose 
spring cushions. The floor is covered with 
brown cork linoleum. In both the first and 
the third class compartments lighting is 
provided by four ceiling lamps, and heating 
is by two steam radiators under the control 
of the passengers. The compartments are 
all fitted with large observation windows 
to allow an unobstructed view; the top 
part is fitted with a glass sliding-light 
ventilator, with vanes for deflecting the 
wind and smoke from the compartment. 
Over the seats in each compartment is fitted 
a mirror and also photographs of places 
served by the company, above which are 
the racks for light luggage. 


L.M.S.R. 60-ft. Corridor Composite 
Carriages 

The corridor composite carriage shown in 
the second illustration is one of the latest 
vehicles of this type used on the L.M.S.R. It 
is 60 ft. long over headstocks and &8 ft. 11 fin. 
wide over bodyside panels at the waist. It 
has four-wheeled bogies each with a wheel- 
base of 9 ft. ; the frames are built up from 
standard rolled-steel sections with rolled- 
steel disc wheels; the axles have 9 in. by 
4% in. dia. journals. The spring suspension 
consists of two pairs of steel helical concen- 
tric springs for the bolster, with laminated 
side-bearing springs, 5 ft. centres of eyes, 
and fitted with rubber auxiliary springs. 

The body is mounted on a steel under- 
fram: constructed of standard rolled-steel 
sections and fitted with shock-absorbing 
buffers, .articulated drawgear, and screw 
couplings. The exterior of the body hasa 
completely flush finish ; the panels, No. 16 
s.w.g. steel, are carbon-arc welded into one 
complete unit ex nding the full length of 


the bodyside between the doors before being 
secured in position. The bodyside windows 
in the corridor and compartments are all 
fitted with double sliding-ventilator lights. 
The exterior roof panels are of No. 16 s.w.g. 
galvanised steel. 

Accommodation is provided for 18 first 
class and 24 third class passengers, and 
there is a lavatory at each end of the car; 
the first and third class portions of the 
vehicle are divided by a hinged door in the 
corridor. The compartment corridor parti- 
tion is of laminated plywood throughout, 
and each compartment, first and third class, 
has double sliding doors with large observa- 
tion windows which are in line with the 
quarter lights in the corridor bodyside. 

Various timbers have been used in the 
interior decoration of the compartments and 
corridor—Ame rican black walnut, Canadian 
silver elm, and Australian maple panels 
with American black walnut framing 
timbers for the first class compartments and 
adjoining corridor. For the third class, 
brown oak panels with white-oak~ cross 
banding and English oak framing timbers, 
also Australian copper silky oak panels with 
plain white-oak framing timbers, etc., are 
used. The metal work finish for the first 
and third class compartments is satin-matt 
brass and oxidised venetian-bronze respec- 
tively. The compartment and corridor 
floors are covered with cork lino on felt with 
a carpet in the first class corridor and com- 
partments to tone with the finishing. 

The first class seats, which have loose 
cushions, are double sprung with head rests 
and side arm rests, and are upholstered in 
uncut moquette in shades to tone with the 
finishing ; blue and gold shot silk curtains 
are provided at the bodyside windows and 
corridor sliding doors. The third class 
seats are also double sprung with side arm 
rests which fold flush in the seat back, thus 
giving accommodation for four passengers 
to each seat when required. The profile of 
the seats and backs in both cases were 
arrived at after considerable trial and 
experiment. Provision is made for the use 
in each compartment of a table, stored when 
not in use at the lobby ends. 

Electric lighting is by means of the 
Wolverton system and, under normal condi- 
tions, each compartment is furnished with a 
central ceiling light and four shoulder lamps 
on brackets, with individual switch control. 
Glare is avoided and a good reading light 
secured by attention to the inclination of 
the bracket and the “ cut-off ”’ of the shade. 
Steam heating is provided ; there is a 3-ft. 
gilled heater under each seat, with individual 
control above the seat back. In addition 
radiators are fitted flush in the corridor 
bodyside. The compartment walls are 
painted duck-egg shell blue and the floor is 
laid with Terrazzo. 


L.N.E.R. Composite. Carriages 

The L.N.E.R. composite carriage illus- 
trated is of that company’s standard type 
with elliptic roof; the body is built with 
teak framing and teak exterior panels, 
and is mounted on a_ steel under- 
frame of the angle trussed type. The 
vehicle is fitted with Pullman vestibules 
and Buckeye couplers, whilst sliding side 
buffers are provided to enable it to couple 
with vehicles having ordinary screw coup- 
lings. Electric light on the double-battery 
system is used and the vehicle is 
fitted with the vacuum brake and steam- 
heating apparatus. 
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The exterior of the vehicle is finished in 
plain varnished teak with red-shaded eovld 
lettering. The interior walls of the com- 
partments are covered with rexine, and 
the seats are upholstered in moquette. The 
metal fittings are finished in chromium 
plate in the first class end, and those of th: 
third class compartments are of lacquere4 
brass. 

The length of underframe is 60 ft. and 
over body 61 ft. 6 in., width over body © ft. 
and bogie wheelbase 8 ft. 6in. 

The three first class compartments com- 
bined have seats for 18 passengers and ‘he 
four third class ones accommodate 24 
passengers. 


Southern Railway, London— 
Bournemouth Coaches 

The Southern Railway composite corridor 
coach shown in the lowermost illustration 
is typical of the construction of the coaches 
formmg the company’s London—Bourne- 
mouth trains and has a body length 59 ft., 
and width 9 ft., with a tare weight of 32 
tons. The body is of timber construction 
with exterior steel side and end panelling 
and has four first class and three third class 
compartments with two lavatories. The 
first class compartments seat three aside 
and the third class four aside, making a 
total of 48 seats. 

Each compartment has outside doors, 
but the corridor has only four doors, all 
fitted with frameless drop windows. Pull- 
man type gangways and automatic drop 
head couplers are provided with telescopic 
side buffers; this latter feature permits 
the vehicles to couple to long-buffered 
stock by means of screw couplings. Indi- 
vidual seats are fitted with lift-up arm 
rests in the first class compartments. The 
scheme of decoration is early English, and 
Regency yellow rexine is used for lining the 
compartments ; the moquette for the seats 
bears an early seventeenth-century design 
on a Venetian green ground. The floor is 
covered with a Royal Wilton rug having a 
famous Indian design as the central motif 
on a wineberry ground. Lighting is effected 
in each compartment by means of an archi- 
tectural ceiling lamp and four tubular 
lights, two on each side between the seats. 
A bevelled edge mirror is fixed centrally 
on each partition above the seats. 

The third class interiors are lined with 
light-stone colour rexine and the seats are 
trimmed with moquette having a late 
seventeenth century design with conven- 
tional floral forms in beige on an India lake 
ground. The floor is covered with a Royal 
Wilton rug of Persian style, and the com- 
partment is illuminated by three single 
roof lamps with mirror reflectors. A framed 
map of the railway is fixed centrally in one 
partition and a bevelled edge mirror on the 
other, between coloured etchings. The 
seat cushions in both classes of compart- 
ment are of sponge rubber. The lavatories 
are finished in yellow rexine and luminous 
indicators are installed. The corridors are 
of polished timber and cork tiling is laid 
on the floors. Ventilation is provided by 
““torpedo ”’ extractors in the roof and the 
steam heating, which is atmospheric is 
under the control of the passengers. 

The underframes are built up from rolled 
steel sections riveted together ; the bogies 
are similarly fabricated and have laminated 
side bearing springs with auxiliary I.R. 
springs. The bogie bolster is carried on 
double concentric bolster springs. The 
vehicle is equipped with automatic vacuum 
brake apparatus. The exterior is unlined 
and of the new Southern green and lettered 
“Southern” and the class designation of 
the compartments is 1 and 3 in shaded 
numerals. 
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Southern Railway composite coach for London—Bournemouth service 
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RAILWAY 


PERSONAL 


G.W.R. APPOINTMENTS 

The Great Western Railway announces 
the following appointments, which took 
effect from May 3: 

Mr. R. A. Ryan to be Operating Assistant 
to the Chief Goods Manager, Paddington. 

Mr. S. F. Major to be General Assistant 
to the Surveyor & Estate Agent, Padding- 
ton, on the retirement of Mr. D. J. Jones. 

Mr. R. Hodges to be Assistant 
to the Signal Engineer, Reading. 

CANADIAN NATIONAL RAILWAYS 

Mr. Norman B. Walton, Vice- 
President (Operation, Maintenance 
& Construction), Canadian National 
Railways, has been promoted to fill 
a new post, known as Executive 
Vice-President of the system. 

Mr. J. P. Johnson has_ been 
appointed Chief of Transportation 
for the system. 


Mr. R. E. Robins, General 
Manager, Kenya & Uganda Rail- 
ways & Harbours, has_ been 
appointed Director of Rail 


Transport & Storage on the East 


Africa Production & Supply 
Council. 

[The Hon. F. C. _ Sturrock, 
Minister of Railways & Har- 
bours, Union of South Africa, 


hoisted his broad pennant for the 


first time recently as First Com- 
modore of the South African 
Naval Forces. 

Mr. N. F. E. Grey, Secretary 
of the Buenos Ayres Great 
Southern Railway Co. Ltd., the 
Suenos Ayres Western Railway 


Limited, and of the Bahia Blanca 
& North Western Railway Co. 
Ltd., arrived in Buenos Aires on 
a business visit on March 38. 


Lt.-Colonel A. M. 
M.C., V.D., who, as 
our April 30 issue, 
from the _ position of Chief 
Mechanical Engineer, Bengal- 
Nagpur Railway, joined the com- 
pany as an Assistant Locomotive 
Superintendent in the Carriage & 
Wagon Shops at Khargpur in December, 
1912, and became Works Manager there 
in 1920. Between April, 1926, and February, 
1930, he officiated on several occasions as 
Superintendent, Mechanical Workshops, a 
post in which he was confirmed in the latter 
month. In October, 1932, Colonel Robert- 
son was appointed to officiate as Super- 
intendent, Equipment, and was confirmed 
in that position in December, 1933. Between 
March, 1934, and April, 1938, he officiated 


Robertson, 
recorded in 
has retired 


as Chief Mechanical Engineer on three 
occasions, and again continuously from 
December, 1938, until he was confirmed 


in the post in December, 1940. It was on 
medical advice that he requested, and was 
permitted, leave preparatory to retirement 
in November, 1942. From July, 1915, to 
February, 1919, Colonel Robertson served 
with the Armed Forces, and was awarded 
the Military Cross. He was promoted 
Lt.-Colonel in the Bengal-Nagpur Railway 


unit of the Auxiliary Force (India) in 
June, 1927, and received the Volunteer 
Officers’ Decoration in July, 1931. 
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Sefor Eduardo M. Huergo, who, as 
recorded in our April 9 issue, has been 
appointed General Manager (Administrator- 
General) of the Argentine State Railways, 


was born in Buenos Aires in 1902, and 
graduated as a civil engineer at the 
University of Buenos Aires with a gold 


medal in 1925. In 1927 he qualified as a 
barrister, and obtained his Doctorate of 
Law at the same university. A little later 
he was appointed Professor of Mathematics 





Senor Eduardo Huergo 


Appointed General Manager, Argentine State Railways 


in the Otto Krause National Industrial 
School, which post he occupied until 1938, 
when he became Professor of Railways in 
the Faculty of Exact & Physical Sciences, 
University of Buenos Aires (in July, 1942, 
he was made Councillor of the faculty). 
From September, 1930, until April, 1931, 
his services were lent to the Ministry of 
Public Works for the Province of Cérdoba ; 
after which he held until February, 1932, 


the post of Assistant Secretary of the 
Federal Ministry of Public Works. In 
May, 1932, he was appointed Chief En- 


gineer, and a member of the administrative 
council, of the State Railways. In Sep- 
tember, 1939, he became Chief of Com- 
mercial Development & Assistant General 
Manager (Sub-Administrator-General), but 
relinquished the first-mentioned post in 
June, 1940. 

Mr. Harry Ireland, Stationmaster at 
Kings Cross since 1932, has retired after 
48 years’ service with the G.N.R. and 
LW... 


NEWS SECTION 


Mr. J. M. Ashworth retired in November, 
1942, after more than 50 years’ service with 
the Victorian Railways Department. Until 
1939 he was Chief Engineer of Way & 
Works, Victorian Government Railways, 
but on retirement from that position he was 
appointed to supervise the completion of 
the plans for the scheme for railway develop- 
ment in and around Melbourne. 


Mr. P... ti Harwood, 
Sudan_ Railways, 
Member of the Institution of 
Civil Engineers, has been trans- 
ferred to full membership of the 
institution. 


Chief Engineer, 
an Associate 


The retirement of Mr. D. A. 
Bremner, O.B.E., from the Direc- 
torship of the British Engineers’ 
Association took effect at the end 
of April. (Mr. Bremner’s decision 


to retire was recorded in our 
July 17, 1942, issue). He is 
succeeded by Mr. A. W. Berry, 


A.M.I1.E.E. 


Mr. H. Maxwell  Rostron, 
A.M.1.E.E., has been appointed 
General Manager & Engineer, 
Liverpool Overhead Railway, in 


succession to Mr. W. L. Box. 
Mr. J. H. Fowles, who, by per- 
mission of the Mersey Railway 


Company, has been carrying out 
temporarily the duties of Acting 
General Manager & Engineer, 
now has relinquished his position. 


Mr. K. M. Oliphant has_ been 
elected a Director of Glyn, 
Mills & Company. 

CENTRAL ARGENTINE RAILWAY 


Mr. G. G. D. Ramoni, Chief of 
the Publicity Department, Cen- 
tral Argentine Railway, has been 
appointed General Assistant to 
the General Manager. He has 
been succeeded in an acting capa- 
city by Mr. E. B. G. Wells. Mr. 
R. F. D. Dansey has been ap- 
pointed Chief of the Estate 
Office, in succession to Mr. C. K. 
Tindall. 


Dr. R. C. Segura, President, 
City of Buenos Aires Transport 
Corporation since 1941, has_ resigned. 


Pending the appointment of his successor, 
the Vice-President of the corporation, 
Admiral M. D. Garcia, has been made 
Acting President. 


Lady Passfield, better known as Mrs. 
Sidney Webb, who died last week at the age 
of 85, was the eighth of the nine talented 
daughters of the late Richard Potter, Chair- 
man of the Great Western Railway from 
1863 to 1865, and a former President of the 
Grand Trunk Railway of Canada. 


Mr. G. J. Astan, who, as announced 
in our issue of April 16, has been ap- 
pointed District Controller, Patricroft, 
L.M.S.R., was educated at Christ’s Hos- 


pital and Queen’s College, Oxford. He 
received general training with the 
L.M.S.R. in various departments in 


Liverpool, Chester, Preston, Manchester, 
and Derby Districts. In September, 
1935, he was appointed Runner to Divi- 
sional Superintendent of Operation, 























































































































































































Mr. GC. J. Aston 


Appointed District Controller, Patricroft, L.M.S.R. 


Derby, and in 1937 was’ engaged in 
special work in connection with the 
general revision of the Midland Division 
passenger services His subsequent ap 
pointments were Acting Assistant Dis- 
trict Controller, Leicester, March, 1938; 
Assistant District Controller, Toton, July, 
1938; Headquarters Inspector, Freight 
Services, Office of Divisional Superinten 
dent of Operation, Derby, November, 
1940; and Assistant Divisional Controller 
(Passenger Services), Office of Divisional 


Superintendent of Operation, Derby, 
May, 1941. 
Mr. W. H. Mortlock, Chief Staff Clerk, 


Chief Accountant’s Department, L.N.E.R., 
who, as recorded in our April 2 issue, has 
been appointed Hotels Accountant, com- 
menced his railway service in the Chief 
Accountant’s Audit Office of the former 
Great Northern Railway In 1908 he was 
transferred to the Book-Keeper’s Section, 
and was associated with most of the sub. 





Mr. W. H. Mortlock 


Appointed Hotels Accountant, L.N.E 
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sections of that office. Shortly after the 
amalgamation, he was attached to the 
Statistical Section of the Chief Accountant’s 
Office, to undertake the work in connection 
with the ascertainment of the standard 
revenue of the L.N.E.R. After the “ ap- 
pointed day ”’ had been fixed by the Rail- 
way Rates Tribunal, Mr. Mortlock returned 
to the Book-Keeper’s Section, where he 
remained until his appointment in 1942 as 


Chief Staff Clerk, Chief Accountant’s 
Department. 

Mr. A. K. Terris, District Engineer, 
Leeds, L.N.E.R., who, as_ recorded in 


our April 2 issue, has been appointed 
District Engineer, Glasgow, entered the 
service of the former North British Rail- 
way at Edinburgh in 1922 and served an 
apprenticeship of three years in the Par- 
liamentary & New Works Section there. 
In 1925 he was appointed an Assistant 
Engineer, and for the next few years was 
engaged in general maintenance and re- 
newal works on tracks and _ structures. 
From 1930 to 1932 hewas Resident Engi- 
neer for the doubling of the lines _be- 
tween Inverkeilor and Usan, and 
between Montrose and Hillside, on the 
main line to Aberdeen. From 1933 he 
was engaged on the classification and 
ussessment of strength of all road over- 
bridges in the Scottish Area coming 
under the scope of the Road & Rail 
[raffic Act of that vear; and in 1937 he 
was made Personal Assistant to the En- 


gineer (Scotland). In the next year he 
was appointed Assistant District Engi- 
neer, Leeds, and in*® 1941 he became 


District Engineer there. Mr. Terris holds 
the degree of B.Sc. of Edinburgh Uni- 
versity; and in 1927 he became an 
Associate Member of the Institution of 
Civil Engineers. 
INSTITUTE OF TRANSPORT 

Among those elected recently to Asso- 

ciate Membership are Mr. G. A. Ashwell, 


Docks & Marine Accountant, Southern 
Railway (Southampton); Mr. G. Brook, 
Secretary, North Western Road Car Co. 


Ltd.; Mr. A. E. Butler, Acting for Divi- 
sional Rolling Stock Engineer (Trams & 
rrolleybuses), South, LF.t.B.: We. 
F. W. Cazneau, Assistant Controller of 
Accounts & Audit, New South Wales 
Government Railways; Mr. W. R. Clark 
Lewis, Traffic Manager, Babcock & Wil 
cox Limited; Mr. Ff Fallows, Assistant 


District Goods & Passenger Manager, 
Chester, L.M.S.R.; Mr. B. K. Gardiner, 
Manager, Shipping Department, Carter, 
Paterson & Co. Ltd.; Mr. K. A. Hender- 


son, Manager, Canada, Associated British 


& Irish Railways; Mr. W. J. Henton, 
District Superintendent (South East), 
Country Buses & Coaches, L.P.T.B.; Mr. 
\. T. Hubbard, Superintendent (Com- 
mercial & Rates), Johannesburg, South 
African Railways & Harbours; Mr. G. O. 
Pritchard, Traffic Manager, British 


Thomson-Houston Co. Ltd.; Mr. S. E. 
Ratcliff, Buenos Ayres Great Southern 
Railway; Mr. J. E. Richardson, District 
Passenger Manager (York), L.N.E.R.; 
Mr. E. W. Rumble, Transport Manager, 
Siemens Bros. & Co. Ltd.; Mr. S. W. 
Smallbone, Area Traffic Controller (Rail- 
ways), L.P.T.B.; Mr. E. Uzzell, Welfare 
Officer, Southern Railway; and Mr. 
L. R. D. Whitnall, Assistant Traffic 
Manager, Superheater Co. Ltd. 





Mr. Hector Hall, who, as recorded in 
our April 2 issue, has been appointed, in 
addition to his functions as Engineer’s 
Accountant, Southern Area, L.N.E.R., to 
be Engineer’s Accountant for the whole 
line, was educated at Hexham Board 








Mr. A. K. Terris 


Appointed District Engineer, Glasgow, L.N.E.! 


School and at Rutherford College, New- 
castle-on-Tyne, and commenced his railway 
career in the Traffic Department of the 
former North Eastern Railway as a learn 
clerk in 1897 After receiving training ir 
goods and passenger work at a number of 
small stations, he went to the Newcast! 
Booking Office, whence he was transferred 
to the Engineer’s Accountant’s Office, 
Northern Division, in 1903; and in 1912 
he went to York, on the centralisation 
of the engineering accounts-office work of 
the Northern and Southern Divisions there 
He was the first lecturer (1921) on engineer- 
ing accounts and statistics in connection 
with the N.E.R. training scheme _ for 
junior clerical staff In 1924 he was 
appointed Chief Clerk, Engineer’s Account- 
ant’s Office, York ; and in 1931 he became 
Engineer’s Accountant, Southern Area 
Mr. Hall is the first whole-line Engineer's 
Accountant of the L.N.E.R., consequent 
on the appointment of a Chief Engineer to 
the company 





Mr. Hector Hall 


Appointed Engineer’s Accountant, L.N.E.R. 
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TRANSPORT SERVICES AND THE WAR—188 


L.M.S.R.—O.H.M:S. 

In a single day recently the L.M.S.R. ran 
138 special troop trains without dislocation 
to regular traffic. Some ten million troops 
and nearly a million wagons of army equip- 
ment have been transported by 60,000 
special L.M.S.R. trains since the war began. 
Approximately 89,000 parties of troops, 
comprising 44 million men, have been con- 
veyed by ordinary services in the same 
peri rd. 


Stations Closed 


The L.M.S.R. has announced the with- 
drawal from Monday last, May 3, of the 
passenger train service to and from Airdrie 
(L.M.S.R.) and Calder ; these stations have 
been closed for passengers. Goods, mineral, 
and livestock traffic continue to be dealt 
with at Airdrie and Calder, and parcels, etc. 
traffic for these stations is being dealt with 
at Coatbridge (L.M.S.R.). 

[he passenger train service between 
Mauchline and Catrine was also withdrawn 
last Monday, and Catrine station closed for 
passengers. Parcels, mineral, and 
livestock traffic continue to be dealt with at 
Catrine 


goods, 


The Summer Timetables 

L.M.S.R.—A notable feature of the 
summer timetables of the L.M.S.R., oper- 
ative from May 3, is the greatly increased 
number of week-end relief trains now 
advertised to the general public; hitherto 
many of these have been shown in the 
working timetables only, and the inclusion 
of them on the public sheets should be of 
great advantage in helping to equalise 
loads between the regular and the relief 
trains. Certain of the reliefs are shown 
as running long distances without any 
passenger stops, such as the 11.5 a.m. on 
Saturdays from Euston to Blackpool only ; 
11.15 a.m. on Fridays (from June 11) and 
Saturdays to Llandudno and Bangor, call- 
ing at Rugby, then Beeston Castle, Chester, 
and stations beyond; and the 2.25 p.m. 
on Mondays, Fridays, and Saturdays to 
3irmingham and Wolverhampton, first 
stop Coventry ; there are corresponding 
trains in the opposite direction. In the 
north there is on Saturdays a 9.5 a.m. from 
Blackpool to Glasgow (Buchanan Street), 
first advertised stop Carlisle (actually this 
train reverses in Preston Station); a 
12.30 p.m. express on Fridays and Satur- 
days from Manchester (Victoria) and Liver- 
pool (Exchange) to Glasgow and Edin- 
burgh; and in the reverse direction a 
1.20 p.m. from Glasgow and Edinburgh to 
and Manchester on Fridays and 
Saturdays. Ample provision is made for 
Saturday travel between West Midland 
cities and both the North Wales coast and 
Blackpool ; between Leeds and Bradford 
and Morecambe and the Lake District ; 
and so on. In Scotland the 9.52 a.m. 
Saturday relief to the 10 a.m. from Glas- 
sow to Aberdeen is shown as first stop 
Forfar (though actually stopping for loco- 
motive purposes at Perth), and the 1.25 
p.m. relief as Perth, Forfar, Stonehaven, 
and Aberdeen only, with similar return 
reliefs at 9.55 a.m. and 12.55 p.m. from 
\berdeen. There is a daily relief express 
at 11.55 a.m. from Perth to Blair Atholl, 
\viemore, and Inverness only, carrying the 
through Inverness portion of the 10 a.m. 
from Glasgow. North of Inverness an 
important improvement is a new stopping 
train at 10.50 a.m. to Helmsdale, which 
enables the 11.55 a.m. restaurant-car train 
Wick to start daily at 12.25 p.m., and 


Liverpool 


be accelerated 30 min. ; there are Saturday 
reliefs at 11.50 a.m. and 4.40 p.m. from 
Oban, the latter publicly booked only to 
call at Stirling between Oban and Glasgow 
though stops are required for locomotive 
purposes at Dalmally and Balquhidder. 
On the Midland Division, regularly adver- 
tised reliefs on Mondays, Fridays, and 
Saturdays from St. Pancras are at 9.45 a.m. 
to Nottingham, and 11.50 a.m. to Derby. 
The 8.15 a.m. restaurant-car express from 
Euston once again takes over the duties 
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up direction there is an additional express 
at 12 noon from Leeds and 1.40 p.m. from 
Doncaster to Kings Cross, on Mondays 
and Fridays, and there is also a 12.58 
p.m. relief from Leeds on Saturdays; from 
July 2 there is a daily relief to the up 
Flying Scotsman from Newcastle at 12.30 
p-m., calling at Darlington, York, and 
Grantham, and due Kings Cross at 6.50 
p-m.; and the up Leeds express due at 
10.24 p.m. is relieved by an additional 
train from Doncaster at 6.10 p.m. to 
London on Fridays. On Saturdays the 
12,20 p.m. from Liverpool Street to Norwich 
starts at 12.30 p.m. and runs 10 min. later 
throughout. The 7.15 a.m. from Colchester 








RESTRICTIONS ON ACCESS 
TO COASTAL’ AREAS 


Under directions given by the respective Regional Commissioners under Defence (General) Regulations 16a, 
persons are prohibited from entering for the purpose of a holiday, recreation or pleasure certain areas in Kent 
and Sussex, and the Isle of Wight, which have been declared to be Restricted Areas. The railway stations in 
these areas are set out in the list below. The directions do not apply to persons ordinarily resident in the areas. 





ISHAM fAsTCHURCH 
ALLHALLOWS EAST MINSTER-ONSEA 
ALVERSTONE GasTRY JUNCTION 
APPLEDORE Lo 

Y ELVINGTON (KENT) 
ASHFORD (KENT) fvTHOR 
asH TOW 
AYLESHAM HALT (KENT) 
FAVERSHAM 
FOLKESTONE 
enaeease FRESHWATER 
BEKESBOU 
BELUNCLE HALT 
BEMBRIDGE GILLINGHAM (KENT) 
BIRCHINGTON-ON-SEA GODSHILL HALT 
BISHOPSBOURNE GRAIN CROSSING HALT 
BLACKWATER (I. OF W.) GABATST: oy 

DING GROVE FERRY 
BRAMBLEDOWN HALT 
Bnioce 
BROADSTAIRS 


MAM STREET & ORLESTONE 
HARTY ROAD HALT 
HAVEN STREET 


KLAMD HALT 


CALBOURNE & SHALPLEET 
HIGHAM (KENT) 


CANTERBURY 
CARISBROOKE HALT HIGH HALSTOW HALT 
CHARING HORRING FOR! 
CHARTHAM HOTHPIELD HALT 
CHATHAM MYTHS (KENT) 


CHERITON HALT 
CHESTFIELD & 


SWALECLIFPE HALT (SLE OF WIGHT (ALL STATIONS) 





CHILMAM 

CHISLET COLLIERY HALT 

cure KEARBNEY 

cowes MEMSLEY WALT 
KNOWLTON 

DOLEHAM HALT LfYsoown 

veR trp 
DUMPTON PARK LTPUINGE 





Where more than one station serves the same town or piace, all such stations, although net named, are included in this restriction 


MARGATE SHEPHERDS WELL 
MARTIN POLL SHIDE 

MERSTONE SHORNCLIFFE 
IDOLE STOKE HALT SITTINGBOURNE 
MILL HILL (1. OF W) SMEETH 


SMAILHAM MALT 
SMOWDOWN & 
INGTON HALT 


MINSTER-ON-SEA 
STAPLE 


NEWCHURCH STORE it 
svowenaus ry trooen. HALT 
STROOD 


INGTON 
NEWPORT (1. OF W) 


MEW ROMNEY sTuaay 
NINGWOOD SWALE HALT 
TENTERDEN 


PORT VICTORIA 
THARE OAKS & GUESTLING HALT 
TRMANSTONE COLLIERY HALT 

QUEENBOROUGH 
URALITE HALT 


RAINHAM (KENT) 
SGATE 





ma VENTNOR 
MICHBORO CASTLE HALT 
ROCHESTER 
aca vensen WESTENHANGER 
aves WESTGATE-ON.SEA 
ave WHIPPINGH AM 
WHITSTABLE 
ST. HELENS (1. OF W.) poo tan or we 
ST. LAWRENCE HALT (. OF W) WINGHAM 
sampeane WITTEASHAM 
SANDLING JUNCTION WOODNESBOROUGH 
wie 
sanowien WOODNEEBOROUGH ROAD 
eens Gea WRORALL 
SELLING = 
SHANKLIN 
SHARNAL STREET 
SMEERWESS YARMOUTH (i. OF W) 











As from Ist of April, 1943, under Defence Regulation 13a, a Regulated Area has been declared ‘and within it 
access to particular places may from time to time be either restricted or completely barred by the Military 
Authorities WITHOUT PRIOR NOTICE BEING GIVEN. The area affected will be the whole of the East 
and South Coasts from the Humber to Penzance to an approximate depth of 10 miles inland, and in Kent and 
Sussex will also include the area at present subject to the visitors’ ban. The coastal strip from Milford Haven 
along South Wales and round the Severn Estuary to Portishead, and in Scotland, areas round the estuaries of the 
Forth, Tay and Clyde will also be declared Regulated Areas under the Regulation, and places within these areas 
will be subject, as occasion may arise, to similar restrictions. 


The Parliamentary Secretary to the Ministry of War Transport stated in the House of Commons on 7th April, 1943 :— 
“17 WHL NOT BE POSSIBLE TO MAKE ANT GENERAL PUBLIC ANNOUNCEMENT AS TO THE NATURE, PLACE OR TIME OF ANY RESTRICTIONS 
WHICH MAY GE IMPOSED BY THE MILITARY. ADVICE ON THE POSITION CAN ONLY BE GIVEN LOCALLY THE RARWAY COMPANIES WILL NOT THERE. 
FORE GE IN A POSITION TO NOTIFY INTENDING PASSENGERS. IN ANY EVENT THEY COULD NOT SUSPEND THE ISSUE OF TICKETS TO SUCH PLACES, 
SINCE THEY ARE NOT IN A POSITION TO DECIDE WHETHER A PARTICULAR VISITOR (5 PROPERLY ENTITLED TO TRAVEL TO HIS DESTINATION OR NOT.” 























New R.E.C. poster outlining the revised arrangements regarding restrictions on 
access to coastal areas 


of the Irish Mail from the 8.45 p.m. train, 
and runs non-stop from Chester to Holy- 
head; the Manchester portion, with 
restaurant car, of the 5.30 p.m. from Euston 
to Liverpool, which except on Saturdays 
has been running independently for a long 
time past, is now shown to leave Euston 
at 5.38 p.m., and to call intermediately 
at Stafford and Stockport only. 
L.N.E.R.—In common with the other 
main-line railways, the L.N.E.R. advertises 
a number of relief summer services, These 
include the 9.15 a.m. (daily from July 2) 
Kings Cross to Grantham, Darlington, and 
Newcastle (due 3 p.m.) ; the 3.30 p.m. on 
Fridays, and also on Mondays and Satur- 
days from July 3, to Grantham, York, 
Darlington, and Newcastle ; the 7.15 p.m. 
on Fridays, relieving the 7 p.m. throughout 
to Aberdeen; and the 10.5 and 11.30 p.m. 
on Friday nights to Edinburgh. In the 


to York and the 1.45 p.m. to Leeds both 
start 30 min. earlier. 

G.W.R.—An important addition to the 
G.W.R. train service, in the timetable 
operative from May 3, is an express from 
Paddington at 10.45 a.m. on weekdays 
and 12.5 p.m. on Saturdays to Reading, 
Swindon, and principal stations to Glou- 
cester and Cheltenham. As last summer, 
a greatly increased service to and from the 
West of England is provided on Saturdays. 
The 11 a.m. from Paddington (first stop 
Exeter) this summer runs to Newquay 
instead of to Penzance; there are special 
trains on Saturdays to Minehead at 9.35 
and 11.10 a.m., and 2.15 p.m. (the.11.10 
a.m. first stop Tafinton); to Torquay 
and Paignton at 12 noon (non-stop Reading 
to Exeter) and 3.30 p.m.; and to Wey- 
mouth at 9.35 a.m. and 2.15 p.m. With 
the exception of the 11.40 a.m. from 
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forquay (non-stop from Teignmouth to 
Paddington), the corresponding up services 
are non-advertised divisions of the ordinary 
up expresses. The 10.30 a.m. down Cornish 
Riviera Limited is relieved of numerous 
stops west of Plymouth, which are pro- 
vided by a connecting train at 3.40 p.m 
from North Road, and reaches Penzance 
at 6 p.m., 20 min. earlier A greatly im- 
proved Sunday service is given by running 
this express, with restaurant car, via West 
bury instead of via Bristol, which permits 
a gain of 1} hr. to Penzance as compared 
with 1942; the 10.40 a.m. to Torquay 
also runs on Sundays, and an 11.15 a.m 
to Bath, Bristol, and Taunton on Sundays 
replaces the Bristol working of the 10.30 
a.m. down The daily 11.15 a.m. from 
Paddington is accelerated 5 min. to Bath 
arriving at 1.20 p.m. 


Country Bus Curfew in London 
Transport Area 

lo meet the need for saving rubber and 
fuel, the London Passenger Transport 
Board, at the direction of the Regional 
Transport Commissioner, is introducing a 
Sunday bus curfew in country districts 
of the board’s area, and so enables a saving 
of 1,400,000 miles a year to be made. From 
Sunday next, May 9, the first buses on all 


London Transport country routes will 
run at about 1 p.m., and the last buses 
will leave terminals at about 9 p.m. On 
certain routes, essential journeys for 
workers and military personnel will be run 
before 1 p.m., as may be necessary. On 
weekdays, also, country buses will cease 
to operate after about 9 p.m 

In the Central area, a similar curfew 


will apply on Sunday mornings to sections 
of routes partly inside and partly outside 
the Metropolitan Traffic Area. In addi- 
tion, the daily curfew at 9 p.m. applies, 
from May 5, to certain routes of the Central 
area system which operate in outlying 
districts such as Leatherhead, Upminster, 
Staines, and Weybridge. 


New London Transport Schedules 


The summer schedules of the London 
Passenger Transport Board came into force 
on April 21. Road services are being main- 
tained at peak hour strength up to about 
7 p.m. (instead of 6.30 p.m.), and thereafter 
run at closer headways than during the 
winter months. Special journeys are run 
where required for early and late workers, 
and the Underground trains continue to 
run up to a late hour The times of last 
vehicles remain during the winter 
last leave Central London at about 
10 p.m., and the last Underground trains at 
about midnight 


as 


buses 


Attacks on Railway Targets 

During the first quarter of this year, rail- 
way targets and centres in Western Europe 
have been attacked almost continually 
[hese air attacks have been carried out in 
three ways: 

(1) Fighters and fighter-bombers have 
attacked locomotives, goods trains, trucks, 
wagons, and railway installations during 
sweeps over Northern France, Belgium, 
and Holland 

(2) Light and medium bombers, such as 
Mosquitoes, Venturas, and Bostons, have 
attacked railway centres, engine sheds and 
repair shops in France, Belgium, Holland, 
and north-west Germany 

(3) American Flying’ Fortresses and 
Liberator bombers have made concentrated 
attacks on marshalling yards and locomo- 
tive works also in France, Belgium, and 
north-west Germany. 

These attacks are carried out by Bomber, 
Fighter, and Army Co-operation Commands 
of the R.A.F. in conjunction with the 
U.S.A.A.F. There is reason to believe that 
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the number of locomotives damaged now 
amounts to 150 a month. It is possible 
that, in bombing railway sheds and repair 
shops, etc., many other locomotives are in 
fact destroyed, but figures cannot be 
estimated or claimed. 

In attacks during sweeps carried out in 
January by fighter aircraft alone, nearly 100 
locomotives were put out of action. This 
represents the yearly output, under normal 
conditions, of one of the most important 
locomotive works in Europe—the Fives- 
Lille. 

\mong a number of attacks the following 
railway centres were successfully bombed in 
January by light and medium bombers 
Rouen, Bruges, Morlaix, and _ Tergnier. 
\merican Flying Fortresses also delivered 
a concentrated attack on the Fives-Lille 
Works in Northern France on January 13. 

The number of locomotives put out of 
action during attacks made by fighters and 
fighter-bombers was not quite so high in 
February as in January, but many goods 
trains were damaged On February 4, for 
instance, 11 goods trains were successfully 
attacked. On February 18, during sorties 
over Northern France and Belgium, no 
fewer than 12 locomotives were observed to 
have received hits. During February, the 
Anglo-American Forces attacked the follow- 
ing railway centres Bruges, Abbeville 
Rheine, Lingen, Caen, and Tours. 

On 20 days out of 31 in March, the Anglo- 
\merican Air attacked railway 
targets over Germany and German-occupied 
Western Europe. Large numbers of loco- 
motives were put out of action by fighter- 
bombers and light bombers, and many 
goods trains, wagons, and rail accessories 
were hit. March was notable for the num- 
ber of very heavy daylight attacks delivered 
by large formations of American Fortresses 
and Liberators on the marshalling yards of 
Rouen-Sotteville (attacked on three occa- 
sions), the Hamm railway yards in Germany 
(bombed on two occasions), and the follow- 
ing railway centres in France, Rennes, 
Amiens, Abbeville, and Poix. A total of 
18 raids was carried out on railway centres 
by the Anglo-American Air Forces, apart 


Forces 


from the almost continual attacks by 
fighter-bombers, and fighter sweeps on 
locomotives and goods trains. Photo- 


graphic reconnaissance showed a concen- 
tration of over 4,000 wagons and 37 loco- 
motives at the Rouen-Sotteville marshalling 
yards. Photographic interpretation _ re- 
vealed that at least 20 direct hits were made 
on or near the sorting sidings alone, and 
numerous hits on railway lines and trucks 
in the marshalling yards. 

At the Rennes railway centre traffic was 
effectively blocked by direct hits on bottle- 
necks at both ends of the main yards, and 
much damage caused to rolling stock. At 
least 48 craters could be seen on the mar- 
shalling sidings. As a result, all traffic 
working throughout this railway centre was 
stopped. 

Railway targets at Lingen in North West 
Germany were attacked by Mosquitoes, as 
well as the railway workshops at Paderborn 
also in Germany. 

A highly successful attack was made on 
the St. Joseph locomotive works at Nantes, 
where in that one attack alone 17 locomo- 
tives were known to have been put out of 
action from those that could be observed. 
The only part to escape damage was an 
office building. The railway centres at 
Le Mans, Aulnoye, Tergnier, and Louvain 
were successfully attacked by Mosquito 
aircraft of Bomber Command. 


Serbian Passenger Fares Doubled 

Passenger fares on the Serbian State Rail- 
ways were doubled from April 1. Goods 
rates were left unchanged for the time being. 
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South African Fares Increased 
According to a Reuters message from 
Pretoria dated April 27, rail fares in South 
Africa have been increased by 15 } ent 
Soldiers, and children under 16, are « 


npt 
C.O.D. on the Reichsbahn 

With a view to speeding-up goods traffx 
the Reichsbahn has further simplified the 
formalities for the despatch of ods 
C.0.D. consignments are now limited to 
full wagon loads, and the lowest C.O.D 
amount is fixed at RM. 20.- Freight charges 
for small consignments (parcels goods) must 
be paid at the despatching station. Urgent 


express goods in small consignments are nm 
longer accepted, but urgent express 
in full wagon loads are still accepted 1ese 
modifications were to have become eff: 
on April 1 but were deferrred until May | 


Alcan Highway Improvements 


The Alcan Highway is being widened this 
summer, so as to become a 24-ft. gravelled 
road throughout its entire length. Per 
manent bridges will be built over streams 


now spanned by temporary structures, and 
many other road facilities will be prov 
on a permanent basis. Some illustrat 
of the highway on its completion as a pioneer 
road were reproduced in our February 19 
issue, page 197 At present the highway is 


ied 


tons 


being used by some 60,000 to 70,000 tons of 
cargo a month, and rolling stock shortage 
is the limiting factor rather than road 
capacity. 

” 


‘* Trainwomen on the Pennsylvania 
The first women to undertake operating 


duties on Pennsylvania passenger trains 
have begun work as “ brakemen’’ on 
regular electric services between Phila 
delphia Suburban Station and Paoli 


Altogether 30 women, at least 21 years of 
age, who have passed rigid physical tests 
and have completed a series of student 
trips on the trains, have been trained for 
these duties, and the first three entered 
service on February 6; the others followed 
as soon as they received their uniforms 
and further women will be trained when 
they are needed to replace male employees 
who have entered the Armed Forces rhe 
uniform consists of a blue coat with the 
P.RR. insignia on the lapels, plain blue 
skirt, white shirt, black tie, and blue hat 
of the trainman’s type, with a top coat 
closely resembling that normally supplied 
to trainmen 





Mexican Rolling Stock in U.S.A. 


In the present state of American law 
it would be possible for creditors having 


unsecured debts in Mexico to attach 
Mexican rolling stock in the event of 
Mexican carriages or wagons being run 


through to destinations in the U.S.A. The 
result is that hitherto it has been necessary 


at frontier stations to transfer a large 
volume of war material from Mexican to 
United States wagons. On February 4 


the Treasury Department of the U.S.A 
issued General Ruling No. 15, pursuant to 
Section 5 (b) of the Trading with the Enemy 
Act (as amended by the First War Powers 
Act, 1941), barring all legal or other pro- 
ceedings which might interfere with the 
free and unrestricted use of Mexican rail- 
way equipment within the United States. 
The immunity will not apply, however, to 
service or repair charges or other similar 
claims arising out of the use within the 
U.S.A. of the rolling stock involved. Also, 
on January 30, the I.C.C. issued Service 
Orders Nos. 106 and 107 to ensure the 
prompt return from Mexico of cars owned 
by U.S.A. railways which have worked 
through across the Mexican frontier. 
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Birmingham Railway Carriage 
& Wagon Co. Ltd. 


I annual ordinary general meeting of 


the Birmingham Railway Carriage & Wagon 
Co. Ltd. was held on April 29 at Queen’s 
Ho Birmingham, Sir Bernard D. F 
Docker (the Chairman) presiding The 


not convening the meeting was read by 
the Secretary (Mr. W. J. Whittle, F.C.1.S.) 


In the course of his statement, which 
was circulated with the report and accounts 
and taken as read, the Chairman said: 

It is gratifying to record an increase in 
the profit of £19,603. Due to the heavy 
toll of taxation, the total of £74,754 is 
still in no way commensurate with the 


volume of production achieved. The basis 
m which our standard of profit is com- 
puted for E.P.T. purposes is unfavourable, 
and there does not appear to be any redress. 

It is proper that I should pay tribute 
to the splendid work that has been done 
by our depleted staff and by our work- 
people during the year. They have been 
led and encouraged in a truly remarkable 


way by your Managing Director, Mr. 
Moyses. We have learned from experience 


to expect much from him ; we go on learn- 
ing that our expectations are more than 
fully justified.” 

[he report and accounts were adopted, 
and Sir Francis L. Joseph, Bt., K.B.E., 
vas re-elected a director In acknowledg- 
ing his re-election, Sir Francis Joseph said 
it was clear that when the war was over 
there would still be a measure of control 
in industry. It might be longer than most 
people imagined Control would apply 
not only to Britain but to practically every 
country if economic chaos was to be avoided 


What would be most necessary would be 

spirit of co-operation and goodwill 
between shareholders, management, and 
staff. With those qualities, which he felt 


ire would be forthcoming, he believed that 
Britain would once again play a great part 
in re-establishing the prosperity of the 


lhe report and accounts were adopted 








Vulcan Foundry Limited 


[he annual general meeting of the Vulcan 
Foundry Limited was held on April 30 at 
Northgate House, 20-24, Moorgate Street, 
E.C., Mr. Walter W. Parish, Chairman of the 
company, presiding 

In his statement circulated with the 
report and accounts, the Chairman referred 
to the excellent record of work carried out 
by the company’s employees during the 
ast year, and to the increased number of 


vomen now working in the shops Con- 
tinuing, he said :—‘‘ To your workers in 
every shop—especially your pre-war em- 
ployees, the backbone of your business- 


to those on whom has fallen the responsi- 
bility of training women and boys who 
have joined during the past year, to those 
who have maintained the various auxiliary 
which have increased a hundred- 
fold and more in the past four years, and 

those holding executive positions, share- 
holders owe a debt not only of gratitude 

respect of work turned out, but of 
appreciation in that the high level of quality 
in output, of which your company has ever 
been jealous, has been maintained to the 
full under conditions of continuous and 
increasing difficulty 

‘Those who have occupied the highest 
positions in your works and office organisa- 
tion, I would ask shareholders to bear in 
mind expecially; to be able to absorb 
workers is one thing, to train those in- 


services 
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experienced workers is quite another thing, 
and had not those occupying administrative 
posts—your works manager and his assist- 
ants—been men of imagination, capable of 
taking an understanding, broad and long 
view, the output of your works would never 
have reached the record figure which during 
the past year has been achieved. 

“The Vulcan Foundry is working on a 
substituted standard figure of profit in 
calculating the liability to E.P.T.—a very 
different figure from that which would 
have formed the basis of war taxation and 
consequently net profit, if the years imme- 
diately prior to the war had been more 
normal, for it will be recollected that due 
to exceptional conditions, both at home 
and overseas, the locomotive industry in 
the immediate pre-war years had only just 
begun to recover after a number of years 
of unexampled depression.”’ 

The report and accounts were adopted 








Craven Brothers (Manchester) 
Limited 


The annual general meeting of Craven 
3ros. (Manchester) Ltd. was held on 
April 28 at Vauxhall Works, Reddish, 
Stockport 

Mr. J. R. Greenwood (Chairman & 
Managing Director), who presided, said 
that throughout 1942 the company was 
fully employed and output well main- 


tained. The profit and loss account showed 
a reduction in the profit on operations from 
£260,056 to £227,086. The main reason 


for this reduction was the continued in- 
crease in manufacturing costs. On the 
other side of the account considerable 


savings had been effected in interest and 
bank charges, war risks insurance, and 
A.R.P. expenditure, and there was a 
reduction in the provision of £130,000 for 
taxation and _ price-control adjustment, 
and, after transferring £15,000 to deprecia- 
tion reserve account, the net profit for the 
year was £68,070, an increase of £7,909 over 
the previous year. 

The carry-forward from 1941 
£142,720. An interim dividend of 5 per 
cent. was paid on September 30, 1942, and 


was 


the balance available for distribution 
was £194,290, out of which the board 
recommended the payment of a final 


dividend of 15 per cent. for 1942, requiring 
£45,000, and leaving a carry forward of 
£149,290. The works continued to be fully 
employed. 

The report and accounts were adopted 








Southern Railway Clerical 
Training 

\ thousand boys and girls now have 
completed their training and satisfied the 
° out test at the Southern 
clerical-training schools at East 
and Clapham Junction. These 
schools, which were started in 1938 to 
train boy probationers in the clerical 
routine of ! 


' passing 
Railway 
Croydon 


the station booking-office, and 


originally were open for only a portion 
of each year, recently have been very 
busy, training the large numbers of 


women station-clerks required to take the 


places of men who have been called to 
the colours 

The instructors at the school have 
had long experience in all branches of 
station-accounts work. The six-week 


course covers booking, season-ticket, and 
parcels-office work, and a general outline 
of the subject of goods accounting. Each 
school has a complete booking office, and 
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the pupils take turns as booking clerk, 
dealing with money and_ tickets; the 
remainder of the class act as would-be 
passengers. 

When these training schools’ were 
started, each London Division of the 
rraffic Department had its own centre: 
London (East), London (Central), and 
London (West) had schools at Chisle- 


hurst, East Croydon, and Clapham Junc- 
tion, respectively. It has since been 
found practicable to close the Chislehurst 
school, and London (East) probationers 
now receive their training at East 
Croydon with those of the London 
Central) Division. 








The New Brazilian Currency 


By the terms of a Decree published in 
October, Brazilian currency based on the 
milreis was replaced, as from November 1, 
1942, by one based on a new unit, the 
cruzeiro, referred to in writing by the 
svmbol Cr$. The cruzeiro has the same 
value as the milreis, but is sub-divided into 
100 centavos (or cents), instead of into 
1,000 reis. Notes and coins at present in 
circulation will be called in gradually, in 
accordance with instructions to be issued 
by the Minister of Finance, but in the 
meantime the new and old currencies will 
circulate side by side. From November 1, 
however, transactions in money have had 
to be expressed in the new currency 
(Reference to the new currency was made 
in an editorial note in our November 6, 
1942, issue, page 431). 

The Brazilian circulating medium con- 
sists of metal coins and notes; coins 
correspond to I, 2, and 5 cruzeiros, and to 
10, 20, and 50 centavos. Legal tender for 
coins is as follows : 

5 cruzeiros up to 109 cruzeiros 

2 cruzeiros up to 50 cruzeiros 

| cruzeiro up to 25 cruzeiros 
50 centavos up to 10 cruzeiros 
20 centavos up to 4 cruzeiros 
10 centavos up to 2 cruzeiros 

Notes are of the value of 10, 20, 50, 100, 
200, 500, and 1,000 cruzeiros. 








Egyptian Imports of Railway 
Materials 


The February issue of the Journal of 


the Anglo-Egyptian Chamber of Com- 
merce gives some details of imports of 


railway and similar materials in 1938 and 


1939. In rails, fishplates, and. sleepers 
the United Kingdom supplied about 


£E20,000 worth of a total of £E137,000 
in 1938, but shipments improved to 
£E106,000 in an aggregate of £E250,000 
in 1939. In the earlier year Belgium, 
Luxembourg, and Germany were the 
chief competitors of the United Kingdom 
for the supply of these goods. 
Locomotives and tenders were impor- 


tant imports at £E203,000 in 1938; 
there was a drop to £E5,000 in 1939. 
Railway and tramway rolling stock im- 
vorts were £E278,000 in 1938 and 
£E233,000 in 1939. Of these totals 
wagons accounted for £E201,000 and 
£E99,000 in 1938 and 1939 respectively : 
passenger coaches for £E69,000 and 
£E7,000, and wheels, axles, hubs, and 


grease-boxes for £E31,000 and £E35,000. 
Machine tool imports were valued .at 
£E46,000 and £E49,000 in the two 
years; the United Kingdom supplied 
more than half the total value in this 
category of imports. 
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Australasian Railway Statistics 


The annual report on the working of the 
Queensland Government Railways for the 
year ended June 30, 1942, contains a table 
in which are summarised the principal 
operating figures and statistics for each of 
the Government railway systems of the 
States which comprise the Australian 


Commonwealth and also of New Zealand. 
The considerable variations which occur 


in the various territories will be seen from 
the table which is reproduced. The per- 
centage of working expenses to earnings 
ranges from 73-81 in Queensland to 85-73 
in New Zealand and 79-89 in Victoria, and 


COMPARATIVE ANALYSIS OF RAILWAY ACCOUNTS IN THE STATES OF QUEENSLAND 
NEW SOUTH WALES, VICTORIA, SOUTH AUSTRALIA, WESTERN AUSTRALIA, AND THE DOMINION OF NEW ZEALAND 


Particulars 


Area in square miles 
Population ‘ 
Miles open 

Gauge 


Capital (opened lines) 
Average cost per mile 
Population per mile of railway 
Cost per head of population 
Gross earnings 
Working expenses 
Profit on working : 
Percentage of net earnings to capital (open lines) 
Percentage of working expenses to earnings 
Maintenance 
Locomotive 
Traffic 
General 


Total 


Earnings per average mile open 

Working expenses per average mile open 
Maintenance ; ei 
Locomotive 
Traffic 
General 


Total . 


Earnings per train mile 
Working expenses per train mile 
Maintenance 
Locomotive 
Traffic 
General 


Total 


Earnings per engine 

Earnings per carriage (coaching) 

Earnings per wagon (goods and livestock) 

Earnings per head of population 

Number of passenger journeys 

Goods tonnage 

Livestock tonnage ... 

Average number of passengers per average mile of railway 
Train mileage 

Train miles per average mile of railway open 


* Exclusive of Uniform Gauge Railway 
+ Capital reduced by £25,564,189 Railways (Finances 
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earnings per average mile open vary be* ween 
the £912 for Western Australia to the 
£4,519 of New South Wales. Working 
expenses per average mile open sin tly 


are from {690-62 in Western Austral:a to 
£3,543 -90 in New South Wales. 


A similar statement compiled from st tis- 
tics issued in respect of the year 1941 was 
published at page 20 of our issue of Juiy 3, 


1942. 


(EXCLUDING UNIFORM GAUGE RAILW-Y) 





| | 
Queensland Wipes Dosh t- 
Year ended | Year ended Year 


June 30, 1942 | June 30, 1942 


toria 


ended 


| June 30, 1942 


Western 
Australia 


South 
Australia 


| Year ended Year ended 


| June 30, 1942 | June 30, 1942 


1 


New Zeaiand 


Year ended 
March 31, |942 








670,500 309,432 | 87,884 
1,034,000 | 2,825,000 1,952,152 
6,497 | 6,127 | 4,766 
3ft.6in.and | 4ft.8hin. | 5 ft. 3 in. and 
2 fc | 2 ft. 6 in. 
£39,708,530 | £150,661,127 | +£52,814,836 
£6,111 | £24,600 | £11,082 
159 | 461 410 
£38 8s. Id. | £53 6s. 8d. £27 Is. Id. 
£1 1,263,807 27,686,332 £14,519,839 
£8,314,210 £21,712,560 £11,599,580 
£2,949,597 | £5,973,772 £2,920,259 
£7 8s. 63d. | £3 19s. 3d. £5 10s. 7d. 
| 
20:96 | 18-94 13-51 
32:35 | 33-17 25-27 
18-24 | 19-63 22-18 
2-26 6°68 18-93 
| 
73-81 78-42 | 79-89 
| 
| | 
£1,733 | £4,519 | £3,059 
co 5 £ 
363-31 | 856-14 | 413-47 
560-82 1,499-05 | 773-10 
316-23 | 887-00 678-45 
39-18 | 301-71 579-05 
£1,279-54 | £3,543-90 |  £2,444-07 
| | 
 & | s. d. | s. d. 
13 105 | +* i511 
| 
211 | 2 
4 53 || 4 0} 
2 6} 1] 3 6} 
0 3} ” | 3 0} 
| | 
10 23 || 12 8} 
| en 1] 
| £15,283 | £24,096 £20,364 
| £1,989 £3,721 £3,857 
| £447 £618 £331 
..| £10 17s. 10d. | £9 16s. Od £7 8s. 9d. 
28,898,791 218,846,454 180,981,900 
| 5,021,495 17,854,519 6,765,413 
559,797 | t 737,227 
4,447 | 35,720 38,134 
16,242,713 +* 18,248,713 
2,500 | ** 3,845 


380,070 975,920 
610,000 468,800 
| 2,5574 4,381 
| 5 ft. 3 in. and 3 ft. 6 in. 
| 3 ft. 6in. 
| £29,271,009 £26,824,674 
| £11,445 £6,122 
239 107 
| £47 19s.9d. | £57 4s. Sd. 
£4,963,907 |  £3,995,312 
| £3,753,930 £3,025,919 
£1,209,977 £970,393 
| £42s. 7d. £3 12s. Sd. 
11-05 14-38 
37-36 34:43 
21-81 19-87 
7-82 7-04 
78-04 75-72 
£1,941 | £912 
| e | £ 
215 131-15 
725 | 314-03 
423 | 181-19 
152 | 64-25 
£1,515 | £690-62 
| 
— s. d. 
15 OF *| 12 34 
| 
1 8 19 
5 7} 4 3 
; = 2 5 
12 | oll 
9 | 9 4 
£15,274 | £10,247 
| 
£2,322 | £2,477 
£407 £254 
| £8 2s. 9d. £8 10s. 6d. 
28,512,513 14,532,432 
2,916,070 | 2,509,032 
| 
| 211,830 129,437 
11,149 | 3,317 
| 6,598,746 | 6,497,115 
2,580 | 1,483 





** Train mileage statistics suspended during war period 


Adjustment) Act, 1936 


t Livestock statistics suspended during war period 








104, 
1,630,419 


3,390 
3 ft. 6i 


£64,904,0 
£19,146 

4 

£39 15s. 6 
£11,938,338 
£10,056,034 
£1,882,304 
£2 18s. Od 


c 


17-85 
41°65 
23-88 

2°35 


85-73 
£3,063 


£ 
546°76 
1,275-93 
731-52 
71-92 


£2,626: 13 


| nN] CWaNn 
| o@!) aann 


£16,225 
£1,715 
£232 

£7 6s. 5d 
28,610,945 
7,734,650 
739,115 
8,440 
13,978,961 
4,124 








CONTROL OF INDUSTRIAL ELECTRICAI 
EguipMENT (No. 1) ORDER, 1943.—The 
Minister of Supply has made an Order 
under which the disposal and acquisition 
of industrial electrical equipment is sub- 
ject, except in circumstances defined in 
the Order, to licensing by the Directorate 
of Industrial Electrical Equipment, 


Machine Tool Control. The main pur- 


pose of the Order 3s to ensure that elec- 
trical equipment, the manufacture of 
which absorbs scarce materials and 


kabour, is used to the best advantage to 
meet essential requirements. The con- 
trol is applied in a manner suited to the 


normal procedure of the _ electrical in- 
dustry and with a minimum of formality 
in respect of supplies of equipment for 
essential purposes. To avoid duplication 
of control, the Board of Trade Machi- 
nery, Plant & Appliances (Control) (No. 
3) Order, 1942, no longer will apply to 


industrial electrical equipment. The 
Order relates to electric motors, genera- 
tors, and other rotary electrical machi- 


nery and control gear up to 1,000 kVA, 
or h.p., switchgear over 60 A. capacity 
for use on circuits up to 650 V., and 
static condensers for power-factor correc- 
‘ion. It permits the acquisition or dis- 


posal of certain electrical equipment to 


Gove 


circumstances. 


for 


porarily in 


-rnment 
unde 


departments, 


rtakings, and _ firms 


the acquisition of 


an emergency, 


public-utility 


engaged on 
essential work, without licence in specified 


It makes provision also 
equipment tem- 
and for the 


use of certain used equipment where only 


a small 
would be 

Applications 
industrial 


amount 
required 

for permission 
electrical 


of labour and 
for reconditioning. 


materials 


to acquire 


equipment for any 


purpose requiring a licence must be mad 
to the Directorate of Industrial Electrical 


Equipment, 


Machine 


Tool Control, 


35, 


Old Queen Street, London, S.W.1. 
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Parliamentary Notes 


Grand Union Canal Bill 
he Grand Union Canal Bill was read a 
Second time in the House of Commons on 
April 20. 








Questions in Parliament 


Railway Passengers 
Ir. W 


Foster (Wigan—Lab.) on 

April 21 asked the Parliamentary Secre- 
{ to the Ministry of War Transport 
ther he would state the latest avail- 


il number of passengers travelling by 
vay since the last increase in fares 
the comparable figures for the period 
vious to the increase. 

Ir. P. J. Noel-Baker (Joint Parliamentary 

Secretary to the Ministry of War Trans- 

port) wrote in reply I assume that 

Mr. Foster when he speaks of an increase 


fares, is referring to the withdrawal 
cheap-day fares six months ago 

\ the effect of that withdrawal is 
ficult to estimate, | will send him the 
ormation on_ the subject which I 


sess. 


Canteens for Railway Workers 


Mr. W. Dobbie (Rotherham—Lab.) on 
\pril 21 asked the Parliamentary Secre 
y to the Ministry of War Transport 
he was in a position to say when the 
nteen for railway workers who wer 
ntinually on outside work at Rother 


m would be built; and if negotiations, 


vhich commenced a year ago, would be 
mpleted this year, so that a_ start 
ight be made with the building. 

Mr. Noel-Baker stated in a_ written 
reply As Mr. Dobbie is, no doubt, 
iware, arrangements have been made for 
the provision of a considerable number 
f canteens for railway workers. It has 
been recently agreed that the railway 
ompanies and the railwaymen’s trade 


unions shall jointly decide the order in 


vhich éanteens which are not yet under 

nstruction shall be built. The canteen 
it Rotherham will thus receive’ the 
priority which the company and _ the 


unions agree to give it. 
Rhodesia Railways 

Mr. A. Creech Jones (Shipley—Lab.) on 
April 21 asked the Secretary of State for 
the Colonies what progress had been made 
in discussions regarding the future of the 
Rhodesian railways in Northern Rhodesia 
and Bechuanaland 

Colone! Oliver Stanley (Secretary of 
State for the Colonies) stated in a written 
answer: I have no recent information about 
these discussions but I would remind Mr. 
Creech Jones that they were to be preceded 
by an investigation by experts. So far as 
| am aware, this investigation has not yet 
been completed. I am asking the Governor 
for information. 

Mr. A. Creech Jones (Shipley—Lab.) on 
\pril 21 asked the Secretary of State for 
the Colonies whether the Government of 
Northern Rhodesia was taking any vigorous 
action in regard to the bad housing con- 
litions of workers on the Rhodesian railway. 

Colonel Oliver Stanley (Secretary of 
State for the Colonies): Comprehensive 
proposals for improving the housing of rail- 
way servants were submitted by Rhodesia 
Railways Limited towards the end of last 
year. In notifying these proposals for my 
nformation, the Governor indicated that 
he was fully aware of the importance of 
implementing at an early date the proposals 
for African housing, but I have no infor- 
mation as to the actual progress made with 
construction to date. 

Mr. Creech Jones: Will 


the Minister 
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bring pressure to bear on the local govern- 
ment, because housing conditions are per- 
fectly disgraceful and the subject of a great 
deal of local comment ? 

Colonel Stanley: As I have said, I do not 
know whether the work is proceeding, and 
I do not want to bring pressure if it is. 
Diversion of Traffic 

Major A. M. Lyons (Leicester East— 
C.) on April 21 asked the Parliamentary 
Secretary to the Ministry of War Trans- 
port, how far, in considering the facilities 
available as an alternative to road trans- 


port, the regional traffic commissioners, 
with full knowledge of all road facilities 


in their respective areas, were compelled 
to call into consultation the appropriate 


railway representatives to advise on 
available rail facilities 

Mr. Noel-Baker stated in a _ written 
answer: Regional Transport Commis 
sioners, and their officers, maintain con 
stant touch with the railway companies 
when they are considering the diversion 
of traffic from road to rail. 
London Bus Service 

Dr. S. J. Peters (Huntingdonshire—Lib. 


Nat.) on April 21 asked the Parliamentary 
Secretary to the Ministry of War Trans- 
port whether he would take steps to see 
that for the convenience of the public and to 
safeguard against possible accidents, buses 
No. 77 and 77A should pull up at Kings 
Cross railway station to set down passengers, 
as they had done for many years until 
recent months, instead of taking passengers 
into the terminus. 

Mr. Noel-Baker stated in a _ written 
answer: In order to save fuel and tyres, 
buses working on these routes, and on 
certain others, have been using the coach 
station on the south side of Euston 
Road as their terminus. This has made it 
impossible for them to use the normal 
stopping place in front of Kings Cross 
Railway Station and there has been con- 
siderable difficulty in arranging a 
factory alternative on the north side of 
Euston Road. It is now proposed, however, 
that they should use a new stopping place 
opposite Tonbridge Street which will, I 
hope, be brought into operation very shortly. 


Satis- 


Post-War Civil Aviation 


Mr. E Granville (Eye—Ind.) on 
April 20 asked the Secretary of State 
for Dominion Affairs whether he would 
take advantage of the visit of Dr. 
Evatt, the Australian Minister for Ex- 


ternal Affairs, to this country to discuss 
questions such as the future development 
of civil aviation and the setting up of 
a Commonwealth Air Board to reorganise 
the British Empire and the Overseas Air 
Transport services. 

Mr. P. V. Emrys-Evans (Under-Secre- 
tary of State for Dominion Affairs): As 
has been stated already, His Majesty’s 
Government in the United Kingdom is 
in preliminary consultation with 
Dominion Governments on the general 
question of the future of civil aviation. 


During his stay in this country, Dr. 
Evatt, as Australian representative in 
the War Cabinet, will be available to 
take part in further discussions on the 
subject. 

Mr. Ellis Smith (Stoke—Lab.) on 
April 20 asked the Minister Without 
Portfolio (1) whether any assurances or 
undertakings had been’ given’ by the 


Covernment to any person or company 
as to post-war civil aviation; (2) whether 
his attention had been directed to the 
preparation being made _ by transport 
companies to run civil air lines, and the 
Chancery Division of the High Court con- 
firmation of an alteration in the objects 
of Elders & Fyffes to enable the com- 


469 
pany te carry passengers and fruit by 
air and the stated aim of the company 
to establish, maintain and work lines of 
aerial conveyance; and what was _ his 
attitude to this development; and (3) 


whether consultations had taken place 
over Civil aviation with the United States 
of America, the Union of Soviet Socialist 
Republics, or any other countries; and 
could he make a_ statement on the 
Government’s policy in the matter. 

William Jowitt (Minister Without 
Portfolio): It is, I think, essential that 
we should ascertain what measure of 
international co-operation can be arrived 
at as to civil aviation before attempting 


Sir 


to commit ourselves as to the best form 
of the national set-up. As a first step 
and before making our proposals as to 
international co-operation we desire to 
have the full consultation with the 
Dominion and Indian Governments to 


see if we can agree on a common policy. 
These discussions are now actively pro 
ceeding. We hope on their conclusion to 
be in a position to formulate our pro- 
posals to other members of the United 
Nations. We shall not attempt to reach 
iny conclusions with regard to the 
national set-up until we have ascertained 
what measure of international co-opera- 
tion is possible. In the meantime, His 
Majesty’s Government remain entirely 
uncommitted and have not given any 
assurances or undertakings. The fact 


that certain transport companies desire 
to run civil air lines is, of course, well 
known: and so long as it is plainly 
understood that His Majesty’s Govern- 
ment is not committed we have no 


reason to object to any steps that such 
companies may find it convenient to 
take. 

Aircraft Landing Grounds at Stations 

Mr. W. W. Wakefield (Swindon—C.) 
on April 21 asked the Parliamentary Sec- 
retary to the Ministry of War Transport 
for how many of the main _ railway 
stations in London and in the provinces 
had plans been prepared for re-roofing 
to enable aircraft to alight and take off 
therefrom. 

Mr. Noel-Baker in 
stated: No plans for 
roof of railway stations 
grounds for aircraft have 


a written answer 
transforming the 
into landing 
been prepared; 
Mr. 








but the proposal put forward in ! 
Wakefield’s question will be borne in 
mind 

CONTROL OF MAcHINE Toots No. I 
ORDER.—The Control of Machine Tools 
(No. 13) Order (S.R. & O. 490, dated 
March 27, 1943) makes it illegal, in the 


absence of a special or general direction, 
for any person to acquire a new metal 
working machine tool unless he is the holder 
of a licence issued by the Machine Tool 
Control, or to dispose of a new metal work- 
ing machine tool except to the holder of 
a licence. Three General Directions, issued 


under the Order exempt from licensing 
certain classes of machine tools. _Direc- 
tion 1 exempts certain special classes. 


Direction 2 exempts machine tools priced 
at {£30 or less when acquired ,by users, 
with the exception of all types of lathes. 
Direction 3 exempts portable hand-held 
power-driven tools from the licensing pro- 
cedure ; these may be acquired and dis- 
posed of for use or any other purpose. 
Directions 1 and 2 apply only to tools 
acquired for use, and not for stock. The 
form of licence to be issued by the Machine 
Tool Control will continue to be known as 
a ‘purchase certificate,"”” and the con- 
ditions of issue are very similar to those at 
present ruling. 
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Notes and News where temporary feeding arrangements the income limits laid down in Rule 32 
» ‘ were required. They will be used to aug- the board shall have discretionary power 

South Indian Railway Co. Ltd {pn ment the company’s organisation for supply- during the continuance of hostilities in 
interim dividend has been declared on the 18 meals to its staff in an emergency. ia a4 wal - for a — I 1 
‘ ses Tt . 1ereaiter, me exceeding wo ears t 
ordinary stock of 2 per cent. (} per cent. British Patent No. 505,136.—The ‘ © - : 


vary such income limits as they may from 
time to time consider desirable, ha 
regard to all the circumstances.’ 


from surplus profits and 1} per cent patentees desire to secure the full com- 
guaranteed interest) less income tax, on mercial development in the United King- 


account of the year 1943 dom of British Patent No. 505,136, which 

Madras Railway Annuities.—In ac- ‘elates to ‘’ means for securing railway rails Swedish Electric Locomotive Tests. 
ordance with the provisions of the Madras 0 Sleepers Details are given in our Tests have now been completed of 
Railway Annuities Act, 1908, it is notified Official Notices on page 471 three electric locomotives of the 
that a total sum of /6,136,928 was on Agreed Charges.— Applications for the type, recently construc ted for the Swe 
\pril 9 invested for the purpose of pro- approval of some 624 agreed charges under State Kailways, which were desc 
viding a sinking fund in respect of Annuities the provisions of section 37 of the Road & briefly in our June 26, 1942, issue. Re 
Class ** B.’ Rail Traffic Act, 1933, were lodged in a 








Madras & Southern Mahratta Rail- \pril with the Railway Rates Tribunal, 
way Co. Ltd.—A dividend of 2} per cent and notices of objection were to be filed British and [rish Railway 


on the capital stock is to be paid on July 1, with the Registrar of the Tribunal on or 











» FF al AJ 
1943, made up of 1} per cent. guaranteed before May 7 Stocks and Shares 
interest and of 1 per cent. from stock- Assistant Locomotive Superinten- 
holders’ revenue account \ similar divi dent Required. An assistant locomotive | Diines 
dend was paid on July 1, 1942 superintendent is required for the Gold : = 

Joint Committee for Railway Unions. ©0ast Government Railway for the “en eens 2S | 2 : 

\ joint committee is to be formed repre- - the emergency, or for one tour of 12 to } a == . Ris 
senting the Associated Society of Locomo- 24 months, whichever is the lesser period | 1943 ; 
tive Engineers & Firemen. the National Details are given in our Official Notices, on | | 
Union of Railwaymen, and the Railway P@8e 471 ewe 
Clerks’ Association. The object is to pro- Mishap at Victoria Station._-On April cons org | 58 39 64 
mote unity of purpose on matters of com- 29 the 7.12 a.m. train from Tunbridge £5), Con. Pref. | LISS 105$ | 118% 
mon interest to the three unions. The Wells came into collision with the buffer 5 > vere (1950) | om | 1933 | iss 
committee, which will consist of twelve stop of No. 17 platform at Victoria Station. 5 $e rl ‘ 1304 1214 | 1334 n 
members (four from each union, exclusive The following statement was issued by the 4°, Deb. _... | 117 | 105 | 114 - | 
of the presidents and general secretaries), Southern Railway “The steam train + ‘0 — ot | +4 | oe a 
will be consultative and advisory, and its involved was running into No. 17 platform Ig nag “ | 437 | 127 136" 
decisions will be subject to endorsement by when it collided with the buffer stop. There 2 Deb. ia 77 | 70 | 7 | 
the executive committees of the unions. was slight telescoping of the first coach. L.MS.R | 

Mobile Kitchens for G.W.R. At rhe number of injured 1S estimated at 8 rd. ma pet 284 16% | 333} rE 
> . +4, ri] 92 Gir Charle stretcher cases and about 40 cases of slight 4° Pref. (1923) : 634 | SO¢ | 643 [+ 4 
Paddington Station on April 28 Sir Charles | 4 
Ham) } : , > Cann Wlaake injury and shock. A considerable propor- 4% Pref. __... | 76; | 674 | 795 

ambro, Chairman of the Great estern Pe Bee at altie , id : sees, is 5° Red. Pref. (1955) 1032 | 94% 1044 
Railway Company, received on behalf of tion the casua a er uc han passe chy 4°, Guar... 1044 | 974 | 1035 i 
the company from Mr. J. M. Eddy, Chair- ‘Standing at open doors ready to alight, 4%Deb. ... — ...| 108% | 101g | 107, 

— e the Seaees va: Gre "9 Southern With the result that they were thrown down 5% Red. Deb. (1952)) 111 1074 | 1095 

‘ S J s Great ‘ pail ee et Py acta | 
Railway Company, two mobile kitchens Many people were cut by flying glass from L.N.E.R. | 
subscribed for by the railwaymen of the the windows and doors There was no 5% Pref. Ord |} 9 | 2% 10g | 
“a a etn Main Can derailment and no delay to trains.” Def. Ord. ... fp 35 | If 45 i 

uenos Ayres estern, buenos Ayres Great . ; : 4° First. Pref. ---| 62 | 493 644 [+4 
Southern, and Buenos Ayres Midland Rail- Railway Benevolent Institution.—A 4%, Second Pref. .... 324 | 18% | 36 c.f 
ways In expressing the thanks of the special meeting of the members of the a | - oe | ont i 
Great Western Railway to the Buenos Railway Benevolent Institution will be 48° second Guar. | 90 78 «| «93 
Ayres railwaymen for their generous gift, held in the shareholders’ meeting room, 3% Deb. aa ..| 85 76 «6| 83 
Sir Charles said that the kitchens would Euston Station, N.W.1, on May 14, at 43° — Deb. (1947)| ae | — 104g anes. 
be stationed at two points on the G.W.R. 4.15 p.m., to consider the following proposed 44°, Sinking. Fund | 106 1025 | 1064 
system and would be sent to any place new rule, No. 32 (a): ‘* Notwithstanding Red. Deb. | 
\ | 
SOUTHERN | 
Pref.Ord. . waa. | 79 | + I 
Def.Ord. |. |.) 23g | 144 | 25¢ Je 1 
5° Pref. se .--| 1123 | 104 «| $3 | 
5°, Red. Pref. (1964) | 110g | 105¢ | 1124 | 
5°, Guar. Pref. 7 131 | 121g 133 |-— 4 
5% Red. Guar. Pref. | 1154 | 1094 | 114} 
(1957) | | 
4°, Deb. coed O96 1044 113 i-. 2 
5°, Deb... ..-| 134 | 125 | 135) | 
4°, Red. Deb. (1962—| 1103 | 106 1104 | 
67) | 
4°, Red. Deb. (1970 iil | 1064 1104 
80) } 
| 
FORTH BRIDGE 
4°, Deb. ee .--| 109% | 108 | 108 | ‘a 
4°, Guar... 1054 | 100 | 1043 | 
| 
L.P.T.B. 
ana". «fa 1h Lie) 
se A” 1 131g | 122 130} | 
3°, Guar. (1967-72) 95% 97% 100 
TS ieaatiileads 11s | 1205 
oy ol 565 | 36 634 | 
MERSEY 
rd. ... ia 274 204 2%); — 
3°, Perp. Pref. 6l% 564 él -- 
4°, Perp. Deb. 1023 992 104 
3°, Perp. Deb. 804 76 79 { 
IRELAND 
BELFAST & C.D. 
ee a oy a fs 
: ; G. NORTHERN | 
—s citi Ord. ... “Se 2a: Sie Ft 
| 
Left to right Sir Charles Hambro, Mr. J. M. Eddy, Mr. J. R. C. Williams (Stationmaster, a SOUTHERN | 25 | a 
Paddington), Lord Palmer, Mr. G. F. Luttrell, Sir James Milne, Sir William Reardon-Smith, st... |2 122 2 oe 
and Lord Mildmay of Flete. Sir Charles Hambro, Mr. J.M. Eddy, Lord Palmer, and SirJames Guar. | 53 | 352 27 
Milne were among those who sampled tea made in a mobile kitchen, presented to the G.W.R. by Deb. ... L 74 554 | 534 


Mr. J. M. Eddy on behalf of Argentine railwaymen  eisidivliead 
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A sSISTANT LOCOMOTIVE SUPERINTENDENT who are Associate Members of the Institution of 
L requi fo he Gok oast Governme =. rav Mechanical ngineers possess quivalent . ; 
ay. oy desires Lapis ea alee ay fechan Eng S ; in [ is desired to secure the full commercial develop 
dt m of the emergency or one tour of 12 to qualification = mtr . yaa. 
a seas ta dia Mane aia Sn Annll ey yee ment in tt United Kingdom of BRITISH 
- sige ‘ poses ; _— et. eer eee Be ce ge rane tea eee PATENT No. 505,136, which relates to ‘“‘ Means fer 
£840 a year. Commencing salary according to National Serv Central : ; : Sage 
, ‘ 1 > ; securing railway rails to sleepers,” either by way of 
ations and experience Separation allowance Register, Alexandra Hous } aE * ial ‘ 3 acameh ott 
=e : rs 1" : the grant of licences or otherwise on terms acceptable 
men is £80 on salary of £475. Free quarters giving full name and addr ‘ > = 
: ; to the Patentees. Interested parties desiring copie 
ssages. Candidates must have served an educationa itt , : 
ship or pupilage the Locomotive Works names and addr of the p specification and further particulars, 
British Railway or firm of Locomotive Builders chronological ord should apply to STEVENS, LANGNER, PARRY & 
5 sh Railway firm 40ce 5 hronological ord ROLLINSON, 5 to 9, Quality Court, London, W.C.2. 
had at least thre years subsequent running each emy nent ss 
Preference will b i to « didates refer ne 
es that one of these engines recently H. Newton, Chief General Manager King were re-elected Honorary Auditors. 


iled a test train of 644 tons tare between 


Stockholm Central Station and Malmé, 
ing the course of which journey satis- 
tory running was recorded, and a maxi- 


1m speed of 120 km.p.h. : the locomotives 
constructed for a maximum speed of 
35 km.p.h [The weight of each engine is 
102 tons, and the length is 49 ft. 2in. The 
tate Railways are said to be preparing 
type of electric locomotive for 
erating in Norrland, a region containing 
ep gradients It is stated that it will 
a maximum speed of 80 km.p.h 


Institution of Electrical Engineers. 

annual general meeting of the Insti- 
Electrical Engineers (Corporate 
Associates only) will be held 
at the Institution 


the 


i ne 
tion of 
Members and 
May 13, at 5.30 p.m., 
Building, Savoy Place, Victoria Embank- 
ment, W.C.2, to receive and consider the 
ounts for the year ended December 31, 
1942, and the annual report of the council, 
ind to elect auditors. 
Beyer - Garratt 
Freight Locomotive. 
1umber of heavy freight 3eyer- 
Garratt locomotives, designed and built 
to the order of the Ministry of Supply for 
the requirements of the War Department, 
is been completed [hese locomotives 
designed to suit various 3 ft. 6 in.- 
1uge railways, and have a tractive effort 
£ 58,000 Ib. at 85 per cent. boiler pressure 
ind a total weight of 150 tons. We hope 
to give further details shortly of this 
interesting development of the Garratt 
comotive to suit war conditions 


Mobile Canteens for L.N.E.R.—At 
Liverpool Street Station on April 30 Sir 
Ronald Matthews, Chairman of the com- 
pany, received, on behalf of the staff of the 
L.N.E.R., two mobile canteens from Mr. 
J. M. Eddy, Chairman of the Buenos Ayres 
Great Southern and Buenos Ayres Western 
Railway Companies, in presenting which on 
behalf of the donors, the non-British 
employees of those two railways-and of the 
Buenos Ayres Midland Railway, he stressed 
the practical manner in which the sympathy 
f Argentine railwaymen had been ex- 
pressed for their fellow workers of the 
British railways. He pointed out also the 
benefit which British brains and capital had 
brought to Argentina in developing the 
ipproximately 8,000 miles of track possessed 
by the three companies concerned. In 
thanking Mr. Eddy, Sir Ronald Matthews 
said that he thought the railwaymen’s 
unions in America had chosen an appro- 
priate name in calling themselves brother- 
hoods, as by that was symbolised the family 
spirit which prevailed among railwaymen 
all over the world. Those present at the 
ceremony included also Sir Murrough 
Wilson, Deputy-Chairman, and the Hon. E. 
B. Butler-Henderson, Director, London & 
North Eastern Railway Company; Vis- 
count Davidson, a Director of the Buenos 
Ayres Great Southern and Buenos Ayres 
Western Railway Companies, and the fol- 
lowing officers of the L.N.E.R.: Messrs. 


War Standard 
The first ot a 


Manager 
\ssistant 


Kenelm Kerr, Assistant General 
Staff); V.M. Barrington-Ward, 
General Manager (Operating 

Mills, Divisional General Manager, Southern 
\rea; T. F. Cameron, Assistant to Chief 
General Manager (Works); C. G. G. Dan- 
dridge, Advertising Manager ; Dow, 
Information Agent; E. W. Rostern, Acting 
Superintendent, Southern Area; and E. J 
Ryan, Hotels Superintendent 


George 


George 


Institution of Railway Signa Engi- 
neers.—The annual general meeting of the 
Institution of Railway Signal Engineers 
was held in London on April 21 to consider 


the report and accounts for 1942. The 
President, Mr. James Boot, who moved 
their adoption, said that a development 
committee had been engaged for some 


months in studying the question of altering 
certain of the articles of association. The 
financial position was sound, although there 
had been some decline in the membership. 


The new council is formed of Messrs. T. 
Austin, F. L. Castle, R. Dell, F. J. Dutton, 
H. H. Dyer, F. Horler, W. R. Jones, S. W. 


Spendlove, L. J. Boucher, J. H. Fraser, 


C. H. Hills, P. Lomas, A. Moss, L. Preston, 
Cc. F. D. Venning, and A. W. Woodbridge. 
Mr. Boot was re-elected President; Mr. 
R. F. Morkill, Vice-President; and Mr. 
T. S. Lascelles, Honorary Treasurer. Mr. 
L. F. Baker, who was appointed by the 


council Honorary Secretary from July 1, 
1942, was confirmed in that office by the 
meeting Messrs. F. Edwards and V. S. 





Mr. 


Chairman, L.N.E.R.; 


and Mr. E. B: Butler-Henderson, 


\t the conclusion of the formal business, 
Mr. Boot expressed the hope that next year 
would see conditions so altered as to permti 
members to elect a new President. This 
is the fifth year of Mr. Boot’s tenure of the 
chair 


Longest Train Ever from Water- 
loo.—Up tlil now no regular train 
leaving Waterloo has consisted of morte 
than 14 coaches, but because of the 


hauling capacity of the new ‘‘ Merchant 


Navy ”’ class engines and the necessity t« 
economise in engine power and stall, 
from May 4 one 16-coach train has re- 
placed, on the 10.50 a.m. service, the 
two trains from Waterloo to Ilfracombe 
and Plymouth. The weight of the down 
train was 513 tons, and of the up train, 


516 tens 


London Transport Station Gardens 
Competition.—Once again the usual Lon- 
don Transport Station Gardens Com- 
petition is being organised, and money 
prizes will be awarded to those competitors 
who get the best results under the condi- 
tions prevailing at their stations. During 
the war, many of these little plots have been 
turned over to the cultivation of vegetables. 
A committee is appointed to inspect the 
plots at intervals throughout the summer 
and to decide the ultimate awards. Last 
vear’s prize-winning gardens included Eal- 
ing Common (Piccadilly Line), Canons Park 
(Metropolitan Line), and Colindale (North- 
ern Line). 


J. M. Eddy, Chairman, Buenos Ayres Great Southern Railway, Sir Ronald Matthews, 


Director, L.N.E.R., serving 


refreshments in one of the mobile kitchens presented by Argentine railway employees to their 
colleagues on the L.N.E.R. 
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° other hand, the senior preference was 7 
Railway Stock Market unchanged at 79}, and the guaranteed = 
stock eased from 1034 to 103. Among ) 
The volume of business passing in the of the point that dividends at around L.N.E.R. issues the second preference 
stock and share markets has been mode- last year’s rates are virtually guaranteed was prominent with a further gain irom | 
rate, but although demand was small, by the Government for the duration of 35 to 36}, and on balance the first pre- } 
the general undertone remained firm in the rental agreement. Moreover, from ference was two points higher at 45}. = 
the absence of selling. Sentiment re- the long-term point of view, fair and L.N.E.R. deferred and _ preferred 1- 
. . . . . ‘ 
flected disappointment with the develop- equitable treatment should be accorded tinued to attract attention as a w- 
ments between the Soviet and Polish the railways and their stockholders, priced means of participating in ithe 
Governments, and moreover, the dis- bearing in mind all factors and the fact trend of railway stocks; the market, v- Rai 
position has been to await the war news. that the experience of the war has indi- ever, has remained hopeful that it ty 
Home railway junior stocks have pro- cated that in full employment in peace- be found possible to amend the reital Gin 
vided the chief feature of markets at the time the standard revenue of the 1921 agreement so as to allow a return of 
time of writing; yield considerations have Act could reasonably be expected to be some kind on _ these junior L.N.E.R R 
attracted steady demand. High-yielding achieved. Various home railway prior stocks. Southern preferred continu n 
preference stocks also came in for atten- charges have again eased, but there was favour on yield and _ investment " = 
tion; it was pointed out that they must’ very little selling; in fact many of the siderations, and rose further from 773 
be considered as moderately valued at stocks remained so firmly held that they to 79}. Southern deferred moved up 
current levels, judged by their invest- continued in small supply in the market. from 24} to 26, which is within a 
ment merits under the rental agreement. The slightly reactionary tendency in the tion of the highest level so far recorded 
Various of the junior stocks have now. prior charges is considered a continued this year. In accordance with the gen 
reached their highest prices recorded this reflection of the current trend in long- trend, London Transport ‘‘C’’ ap; 
year. Nevertheless, yields still have an dated gilt-edged stocks. ciated from 62? to 63}. 
attractive appearance. The prevailing Compared with a week ago, Great Argentine railway securities held 
view is that, although from time to time Western ordinary has risen further from greater part of the gains which folloy 
the trend must be expected to be influ- 63 to 64} at the time of writing. Great recent indications of the improving ” 
enced by that in markets generally, there Western 5 per cent. preference remained Argentine exchange position. On “ 
is good scope for further appreciation in at the slightly lower level of 118} re- other hand, the general tendency has Vo 
prices [here are, of course, solid corded last week; the 4 per cent. deben- come easier, apart from the debentu = 
grounds for expecting that, as time goes tures were 114}, compared with 115}. of the leading companies. In other dir 
on, the wide margin shown between the L.M.S.R. ordinary was again favoured, tions, San Paulo further improved to 65 
yields on home railway junior stocks and and has risen on balance from 32% to awaiting the «dividend announcemer 
those on equity shares in other sections 34}, the highest level so far recorded this and Leopoldina was better. Canad Kx 
of the market will be considerably re- year This railway’s 1923 preference Pacifics showed a tendency to n Le 
duced. There is now general recognition moved up further from 64} to 66; on th: higher. rt 
Ov 
Li 
Pr 
Traffic Table and Stock Prices of Overseas and Foreign Railways Li 
: R 
Traffic for Week £ Aggregate Traffics to date Prices 
| o 
iailkeiais Miles Week 5 Totals “a eis |@ le. 
open Ending Inc.or Dec. ‘§ Increase or e od  _m iS ee a 
anne compared y 1942/3 1941 Decrease Stock ms as =o | 25 ° 
isyear with 1941/2 | 3 a2 : |o bot = 
T) 
2 é é é é £ | ge 
Antofagasta (Chili) & Bolivia 834 25.4.43 21,500 1,350 17 446,49) 353,920 (+ 92,570 Ord. Stk. 14 7% 13 Nil 
Argentine North Eastern . 753 24.4.43 12,366 + 348 «43 525,432 453,342 72,090 pe 64d 3 6 Nil 
Bolivar os ; , 174 Mar., 1943 6,520 + 1,964 | 12 16,331 14,128 |+ 2,203 |6p.c.Deb. 194 10 194 | Nil 
Brazil - — ~ . _ - Bonds 204 9 22 Nil ( 
Buenos Ayres & Pacific 2,807 24.4.43 113,400 + 13,800 43 4,292,040 3,727,860 + 564,180 Ord. Stk. 7 4 64) Nil , 
Buenos Ayres Great Southern, 5,080 24.4.43 151,020 + 600 43 6.953,580 6,312,360 | + 641,220 Ord. Stk. 124 74 12 Nil be a 
Buenos Ayres Western 1/930 24.4.43 56,640 420 | 43 2,197,080 2,203,500 6.420 2 124) 6 12 | Nil a t 
g | Central quaememmana in 3,700 24.4.43 127,782 | + 28,854 | 43 5,700,039 4,519,773 (+ 1,180,266 me 9 45 7 Nil men 
g 0 ee se Bs ste sit = Did. 3 2 44| Nil 
S| Cent. | an of M, Video. 972 24.4.43 35,755 + 6,875 43 1,220,095 1,074,464 |+ 145,631 Ord. Stk. a ry a Nil P 
§ Costa Rica... 262 | Feb., 1943 17,896 |— 3,118 | 35 114,452 180,476 — 66,024 Stk. 164 I 134 | Nil 
<| Dorada as cs elt a he 6,000 |+ 3,530) 4 se a - 1Mt.Db.| 90$| 89 | 924) 6 W 
© | Entre Rios | 808 24.4.43 15.804 — 1,650 43 758,130 661,986 + 96,144 Ord. Stk.| 33) 4%/ 7 | Nil cour 
=] Great Western of Brazil ...| 1,030 24.4.43 11,000 | + 2:500 | 16 226,800 180,500 | + 86,300 | Ord. Sh. 9/-|  9/-| 40/-| Nil ech 
&| International of Cl. Amer. ...| (794 | Jan., 1943 $655,799 — $5,506) 4 $655,799 $661,305 | — $5,506 “2 cal Ne eg pen sene 
Interoceanic of Mexico ow — _— _ — — _ _ Ist Pref. 14 | 5/3 2 | Nil OSS 
% | La Guaira & Caracas... 223 Mar., 1943 9,360 + 1,890 | 12 27,435 19,860 | + 7,575 |Sp.c.Deb.| 11¢| 5 | 824! Nil Ui 
© | Leopoldina sas .| 1,918 24.4 43 29,898 + 742 | 16 529,572 492,847 + 36,725 Ord. Stk. 63 34 5i | Nil Brit 
3 | Mexican ft We 483 21.4.43 ps. = +ps. 85,300 15 ps.5,512,100 | ps.5,516,600 |— ps. 4,500 Ord. Stk. | + 1 Nil Si 
“| Midland Uruguay ... _.. 319 | Feb., 1943 7,320 | + 4,728 | 32 115,979 107,191 | + 8.788 a ea ae pty = 
eens ] 3¢2 15.4.43 r 680 | + 42,058 41.705 | 4 353| Ord. Sh. | 77/-| 3¢| 81/3) Nil 
Paraguay Central... 274 23.4.43 | $5,755,000 + $183,000 43 |$171,107,000| $151,633,000 |+ $19,474,000 Pr.Li.Stk. 53 | 40 | 52 11d 9 
Peruvian Corporation ...| 1,059 | Mar., 1943 90,739 + 1,047 | 36 757,581 671,716 (+ 85,865 Pref. 19§ 5t 16 Nil 
Salvador et Se ach 100 Jan., 1942 ¢ 177,000 |+ 39,000 30) ¢ 609,000 ¢ 499,172 |+ ¢ 109,828 —_ _ a abe a tion 
en oe ers (ane 18.4.43 42.783 |+ 6.512 | 16 565,995 548,259 + 17.736 | Ord. Stk. 59 | 41 a} 2 page 
Taltal . eee | 160 «| Mar., 1943 4,435 |+ 535 | 37 41,346 39,015 + 2/331 Ord. Sh. | 41/-| 23/-| 32/6) Nil The 
United of Havana... —...|_ 1,346 24.4.43 63,067 266 | 43, 2,176,026 1,284,836 | + 891,190 Ord.Stk.| 84 24 4 | Nil 10 3 
Uruguay Northern ... : 73 | Feb., 1943 1,438 | + 423 | 35 11,043 9,955 |+ toe. — = a pes : , 
3 A 
& Canadian Pacific ° ... | 17,039 21.4.43 1,098,600 + 143,400 13 | 15,874,800 14,285,000 + 1,588,800 | Ord. Stk. 163 97s; 16} Nil 
5 
( Barsi Light ‘i 202 | Jan., 1943 22,440 | + 10,612 | 42 172,958 135,863 + 37,095 — — = as U 
~ | Bengal & North Western ...| 2,090 | Nov., 1942 264,975 —  33,087| 8 449,400 561,082 — 111,682 — - ~— = we 
% | Bengal-Nagpur 3,267 | Feb., 1943 932,775 (+ 84,975 | 46 10,031,400 9,111,000 + 920,400 Ord. Stk. 102 88 1034 3 
24 Madras & Southern Mahratta | 2,939 10.1.43 242,475 | + 33,202 | 3€ 6,658,391 5,656,721 |+ 1,100,167 * 105 87 1084 54 T 
= | Rohilkund & Kumaon ae 571 | Nov., 1942 555,750 + 5,072 8 115,950 99,909 + 16,041 _ _— = x 
| South Indian ... ‘ 2,402 10.1.43 166,555 + 778 | 39 4,928,736 4,148,309 + 780, 427 ” 1033 88% 1024 4% 
B 
[Ferme Delta ; 607 20.1.43 14,821 | + 2,325 | 43 373,655 272,885 + 100,770 | Prf. Sh. 5s \t 4 Nil it 1: 
3 | Manila | = — — — — _ sexe B.Deb. 44 35 36 | OF vese 
e4 Midland of W. Australia... 277 Feb., , 1943 27,341 | + 9,286 | 32 252,708 158,694 | + 93,814 Inc.Deb. 95 90 98 6% nun 
® | Nigerian ven a 1,900 26.12.42 91,754 |+ 35,534 | 38 2,570,963 2,112,188 | + 458,775 _ _ -- _ —_ ae 
> | South Africa ... and 13,291 27.3.43 849,853 + 28,222 | 5! 40,899,395 39,811,466 + 1,087,929 — -- —_ _ ne 
L Victoria ‘ ‘ é 4,774 | Noy.. 1942 1,407,419 + 227,886 | — — oe ie ‘ai id, ‘oa Pa ius 
O 
: = Se | due 
Note. Yields are based on the approximate current prices and are within a fraction of 7 Argentine traffics are given in sterling calculated @ 16% pesos to the £ = 
+ Receipts are calculated @ Is. 6d. to the rupee § ex dividend p 2 
Y 
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